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Esthetic Rolling Stock. 


The accompanying tasteful engraving and the brief de- 
scription which follows are taken from tbe German Flie- 
gende Blatter : 

In view of the increasing interest taken in the esthetic 
construction of dwellings and public buildings, it would 
seem proper that there should be a reform in this direction 
on the railroads. 

In the architecture of station-houses there has been al- 
ready a praiseworthy beginning made through the revival 
of renaissance. As compared with these the locomotives 
and cars as now made seem all the more lacking in taste : it 
s2ems urgently necessary to introduce among these also the 
favorite style. 





Standard Time. 

At the meeting of the General Time Convention in St. 

Louis last week the following report was presented by the 

Secretary, Mr. W. F. Allen, of the Official Guide : 
By direction of the conven- 
tion at its last meeting, I sub- 
mit the following report on 
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| local pride , and if the meridian time of the ‘“‘ Hub of the 
| Universe” is the standard by which the trains on our par- 
| ticular road are run, we feel like holding to it. But, my 
| friends, what right have you to claim that particular mer- 
| idian as belonging to your city? The villages of Gum Tree 
| and of Hard Scrabble are on the same meridian and have as 
| much right to give it a name as your beautiful city has. 
| Standards are called for the sake of a designation by any 
For instance, the Legislature of Connecticut baving 
passed a law making New York city time the standard for 
that state, some of the railroads have appropriated the mer- 
idian, and note the standard upon their schedules as Con- 
necticut time. As a matter of fact, there is nota single 
point in the state of Connecticut located upon the meridian 
upon which the standard is based. 

When we look at the numerous standards now in use, as 
shown by the map, it looks as if the various cities were hav- 
ing a hard scrabble for the honor of naming the standard 
for all, and would suggest that ‘*‘ Hard-Scrabble time” is a 
fairly representative name for the present confusion. 
What is local time ? It is merely a mean arrived at by cal- 
culation and adopted for convenience. Astronomical time 
does not agree with local time, but varies from it, more or 
less, day by day and hour by hour. Traveling at the rate 
of 50 miles an bour, due east or west, we must change our 
watches four minutes every hour in this latitude if 
we propose to keep exact local time. For all 
ordinary business transactions one standard is as 
good as another, so long as all agree to use it. 
RaiJroad trains are the great educators and 


monitors of the people in teaching and maintaining exact 
I venture to assert that if this city were cut off from 


, time. 





standard time: The subject 
of a uniform system cf stand- 
ard time has been often dis- 
cussed and desirability 
strongly argued by many far 
abler persons than myself. I 
shall therefore assume that all 
before me are convinced of its 
desirability, while perhaps in 
doubt of its feasibility. The 
iirst step toward reform is to as 
certain the exact nature of the 
evil to be remedied, and for 
this purpose I have prepared a 
map of the principal railroads, 
showing by means of colored 
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practical result. Webave a common language, a common 
standard of money, of weights and of measures, notwith- 
standing the enormous extent of our country; but even ap- 
SS or relative common time is yet to be achieved. 
Less than ten years'ago we had seventy standards; to-day 
we have about fifty. For this much relief let us be duly 
thankful. ° 

I hold this fact to be self-evident, that the same standards 
should be used by all railway lines within districts as largely 
extended as may be possible without causing the standard 
time to vary from local time by ay difference which has 
not already stood the test of practical experience. With a 
single standard for the whole country there would be— 
were the standard meridian centrally located—a difference 
of two hours from local time at the eastern end western ex- 
tremeties. Of the effect of such wide differences we have 
no means of judging, there being no present precedents. If 
we decide upon a system of standards which shall differ by 
exactiy one hour, the greatest discrepancy between local 
and standard time can be but about 30 minutes, and 
numerous cases now existing prove that railroad and local 
time may vary within these bounds without detriment or 
inconvenience to any one. Let us examine our map. 

The most generally used standards in the East are those 
based upon Boston, New York, Philadelpbia, Baltimore and 
Washington time, with an extreme difference between these 
standards of but 24 minutes. Between the most eastwardly 
and westwardly points governed by these standards the ex- 
treme true meridian time differs abovt 54 minutes. New 
York time, which of the standards just mentioned is used 
over the most extended east and west lines, is employed 
from a point locally 10 minutes faster than New York me- 
ridian time to a point 23 min- 
utes slower, an extreme of 38 
minutes. West of these we 
have Columbus, O., Atlanta, 
Ga., Louisville, Chicago and 
Jefferson City as the principal 
standards, with an extreme dif- 
ference between their meridians 
of 57 minutes. Between the 
most eastwardly and west- 
wardly points governed by 
these standards the true local 
time varies about l hour and 55 
minutes. 

Co!umbus time is the stand- 
ard from a point in the East 
where local time is 16 minutes 
fast, to a point in the West, 
where it is 29 minutes slow : 
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lines, the various standards by nl ee : Se WN l i extreme differences, 45 min- 
which trains are now run. A aes ~ | IS@. . : _——_—— utes: Chicago from a point 
single glance at this map is suf- y cay a, es OSS em ort east A minutes fast, to a point 
ficient, I think, to convince “i MU eS, a, —_ 33 —— slow : oy 
everyone of the absurdity of differences, 54 minutes; Jeffer- 
the present status of this mat- son i. from a point east 7 
ter. In resporse toa circular minutes fast, te a point west 
which I recently issued, asking e eee ye ai 59 minutes slow; extreme dif- 
for information on this sub- = we = 2 <= i ( fference, one hour and six 
ject, one road reported that zx mek oe an, \ minutes. As the numerous 
the standard by which its trains | ees Lah tame ie 5 Ne . other standards present similar 


were run was the ‘ Superin- 
tendept’s watch.” The response 
was an honest one, and | sub- 
mit to you whether the varic- 
gated colors of this map do not 
demonstrate the fact tbat our 
whole present system of stand- 
ards is based upon pretty much 
just that. 

So long as the earth continues 
to revolve upon its axis, so long 
will the sun continue to rise, 
pass the meridian aud set at 
different times, witbin vertain 

















features, and govern compar- 
atively few roads, they need 
not be here separately consid- 
ered, ‘The grouping of these 
standards together naturally 
suggests that a single standard 
would answer all practical 
purposes for the several sec- 
tions covered in each case. Ac- 
cepting tl is suggestion, we find 
that the central meridians for 
the Eastern and Western sys- 








limits, at all points upon its 
surface. These pbenomena of 








tems are almost exactly one 








hour apart. I propose that they 
shall be made exactly one hour 
apart, and—disregarding the 








nature are our sole standards 
of final reference, and as they 
must always vary, absolute 
common time for all points is 
practically unattainable. But 
the telegraph has placed it 
within our power to determine 
and regulate daily the time for 


any standard or system of 
standards which may be 
adopted, and the admirable 


organization of the signal ser- 
vice bureau could readily be 
utilized in the same direction. 
To enable us to use the same 
term in speaking of the same 
hour at all points upon the 
earth’s surface, it has been pre- 
posed to designate the 24 hours 
of the day by letters instead of 
numbers. Thus the bour’A 
would be meridian time at one 
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extreme Eastern and Western 
sections for the present—have 
separated our whole railway 
system into two divisions of 
time, es shown on map No. 2, 
to which I respectfully call your 
attention. In making the divi- 
sions between the standards 
yreat care has been taken to 
imake them change at points 
where they change at present, 
and at the terminus of a road, 
or at least at the end of a divi- 
sion. There can therefore be 
no practical difficulty whatever 
in the construction of time- 
tables if the proposed system is 
adopted. Standards for east- 
bound and west-bound trains 
row differ at Buffalo 23 and 
26 minutes; at Pittsburgh, 31 
minutes: at Wheeling 26 min- 








point, the bour B at another, 





and the hour C at another, and 


utes, and at Bristol, Tenn., 34 
minutes; at Charlotte and at 








so on, the several hours of 
actual time to be identically 
designated everywhere. Thus, 
A 830 would be A 30 at all 
points, but it would be, to translate it into the present 
nomenclature, say 1:30 at one point and 2:30 at another, 
and so on. There is certainly merit in this ingenious 
suggestion, and it may yet be adopted as the method of 
designating what has been styled “cosmic time,” but when 
_ to the test of practical every-day use the fact chat the 
ace of every one of the millions of watches and clocks now 
inuse would have to be altered at considerable expense, 
presents a formidable objection. Nor does it appear how 
the hours can be struck, 

There are other ingenious propositions looking to the same 
end, and between friends of the several pians proposed there 
is considerable controversy as to whether Washmgton or 
Greenwich time shall be the poivt of departure or universal 
standard. Greenwich time is the standard for all vessels upon 
the bigh seas throughout the world, and any attempt to 
adopt a universal standard of time which does not in some 
way refer or bear positive relation to Greenwich time can 
hardly be successful. 

National pride naturally suggests Washington time as our 
national standard, but a sufficient auswer to this is in the 
fact that while itis extremely unlikely that the national 
capital will ever be removed from its present site, it is also 
absolutely certain that were the location an open question 
to-day the banks of the Potomac would not be selected. 
There is also a practical objection to using the meridian of 
Washington, as it is too far east of she geographical or busi- 
ness centre for adoption as asingle standard for the whole 
country, and if used asthe basis for standards with hour 
differences, the dividing lines are found at inconvenient or 
impracticable points, 

Weare all of us more or less imbued with a feeling of 





ESTHETIC ROLLING STOCK. 


railroad and telegraph communication for an entire month, 
and on the first night all clocks and watches were simultane- 
ously and surreptitiously set an hour faster or slower, not 
one person out of a thousand would, during tbe entire 
month, discover for himself that any change had been made. 
With none of these matters need we tarry long. Our dnty 
is to select such a standard or system of standards for our 
trains to run by as will least disturb the present runping 
arrangements, secure the greatest good to the greatest num- 
ber, and attain the best practicable results at the least pos- 
sible cost. From a railroad standpoint we have nothing 
to do with state lines or national boundaries, but must con- 
fine ourselves purely to the needs and be governed by the 
limitations of railway operation. 

It is always easier to criticise an evil than to propose a 
remedy, but I have ventured to suggest a plan, which I trust 
you may consider has merit enough to be worthy of atten- 
tive examination. Iam aware that many plans, some per- 
haps closely resembling the one I shall suggest, have been 

sroposed in the past, and that all of them have been fruit- 

me of practical results. The suggestions I shall make have 
been forced upon me by a close study-of this matter, inde- 
pendent of other propositions or considerations. 

It has been my earnest endeavor to look upon this ques- 
tion purely with a view to the practical requirements of the 
railways; to propose nothing which is unprecedented, or 
that will bring about a condition of affairs which, viewed 
in its most unfavorable light as affecting the running of 
trains, does not at present exist, or has not been already 
practically overcome; to avoid making the remedy worse 

| than the disease. Weare not scientists dealing with ab- 
| straction, but practical business men, seeking to achieve a 


Augusta, 30 minutes. By the 
proposed system the difference 
will be exactly one hour in 
each case. The several stand- 
ards touch or cross each other now at nearly 300 points; 
by the plan proposed at about 40 points. The number of 
standards will be reduced from 50 to 5, and within the 
districts which embrace over 80 per cent. of all the _ 
ated lines from 40 standards to2. Whether these will be 
improvements or not, I submit to your common-sense judg- 
ment. 

The eastern standard will extend from the eastern bound- 
ary of Maine to Detroit, Mich., and Bristol, Tenn.; bug the 
railroads in Ohio, in Pennsylvania, west of Pittsburgh, and 
all in Georgia will, for convenience of operation, be included 
in the Western section. Also the Lake Shore & Michigan 
Southern, the New York, Chicago & St. Louis, the New 
York, Pennsylvania & Obio, and the Atlanta & Charlotte 
Air Line may be run to their eastern termini at Buffalo, 
Salamanca and Charlotte by the western standard, which 
governs the rest of their lines. Itis a curious fact that the 
central meridian for this eastern section coincides with the 
seventy-fifth meridian west from Greenwich, which varies 
but four minutes from New York time. For the next sec- 
tion the standard will be nine minutes slower than Chicago 
time and one minute faster than St. Louis time. The points 
of change to the next Western hour standard will be at the 
termini of divisions of the great western and transconti- 
nental lines, and between that and the standard for the 
Pacific slope, at Ogden, and at the crossing of the Colorado 


River, all convenient points. These five divisions may be 
termed Provincial time, Eastern time, Mississippi 
Valley or Central time, Mountain time and 
Pacific time; and divided as the roads are 


upon the map one may know almost at a glance by what 
standard any particular road is run. At the transfer points, 





| 
| 





242 


THE RAILROAD GAZETTE. 


[APRIL 20, 1883 








where there may be doubt, the same doubt exists to-day, 
and it is surely easier to settle a doubt by the addition or 
subtraction of one hour, than by the irregular arbitrary 
differeuces that now exist. A child may do the one—I sub- 
mit whether there 1s a person here present who bas not made 
mistakes in the other. With the standards that cities or 
governments may- adopt we have here nothing todo. As 
previously stated, the Legislature of Connecticut bas passed 
a law making New York time the standard for all railways 
in that state ; but we should settle this question among our- 
selves, and not intrust it to the infinite wisdom ofthe severe! 
state legislatures. In this connection the following extract 
from the report of the Railroad Commissioner for the state 
of Connecticut is pertinent : 

“The Legislature of 1881 enacted that the ‘standard 
time for the meridian of the City Hall in the City ot New 
York shall be aud is hereby made the standard time for the 
state,’ Provision was also made for furnishing this stand- 
ard time daily to all railroad companies in this state, and 
making it the duty of such companies to keep at all their 
depots having telegraph communication a clock regulated 
by said time. A section requiring all companies to adopt 
this time was omitted from the act on the assurance that, 
as soon as the proper arrangements could be made, it would 
be voluntarily adopted by several companies who opposed 
the insertion of this compulsory clause. Since the passage 
of the act we have urgently recommended all companies nov 
already doing so to advertise the time of their trains, as to 
stations in this state, in Connecticut standard time, and all 
have complied with this recommendation except the New 
London Northern and the New York, Providence & Boston 
companies. As the neglect of these companies so to comply 
causes three kinds of time to be now in use at New London 
by the railroads centering there, and two kinds, in like man- 
ner, at Norwich and Willimantic, 1t is hoped that in view of 
their connections at these points these companies will find ic 
for their mterest as well as for public.convenience to make, 
at an early day, such chauges in their public posters and ad- 
vertisements as will make them conform to the uniform 
time established by law.” 

If we agree that the system of hour standards here pro- 
posed is the one best adapted for practical use on our rail- 
way lines, whether it be best for scientific purposes or not, 
whether it conforms to the whims of ‘the ruling classes” 
who run our legislatures or not, it is clearly a duty which 
we owe to the great interests intrusted to our charge to 
adopt the measure and stand by the result. If local and 
stanlard time must both be kept, avy watch can be pro- 
vided with a supplementary pair of bands at a trifling cost. 
I have here a watch which is so provided. The supplemen- 
tary bands being of a different form and color from the 
original hands, there is no danger of mistaking them. These 
bands can be set independently of the original hands and of 
each other. By adopting tkis device one set of hands can 
be kept at the standard time and the other on any local 
time desired, to correspond with the then location of the 
person. ; 

It is a curious fact, in this connection, that watches were 
made with hour hands only within tbe recollection of per- 
sons now living. On an old watch recently shown me the 
ninute band was of a pattern as different as possible from 
the hour hand, for the purpose of distinguishing them. If 
these supplementary hands were geverally put on watches 
(and I believe they will be), there would be no necessity for 
translations of ,empluyés’ time-table from standard to 
local time for advertising purposes. The necessity 
for this translation is an argument against the adoption 
of ageneral standard, but I contend in any case that if it 
were understood that all trains running froma city were 
governed by the same standard, there would be little or no 
necessity for any such transiation. 

It is on record that a small religious body once adopted 
two resolutions as a declaration of its faith. The first was: 

** Resolved, that the saints should govern the earth.” 
Second, 

** Resolved, that we are the saints.” 

Now, I will ask you, gentlemen, whether the expression 
too often heard, that ‘‘We are satisfied with our present 
standard. If others wish to change let them come to that,” 
does not embody the same idea. And has not this proved 
the great stumbling block in the way of reform heretofore ? 
The question then to be decided is this : Will you, each and 
every one, hold to the standard which you now use and thus 
do what you can to perpetuate the present confusion, or will 
you join heartily in making the proposed reform ? Shall it 
be Hard-Scrabble standard for the future as for the past, or 
a system of uniform standards based upon the convenient 
and common sense differences of even hours? Contrasting 
the two maps, I ask you which system appears the most de- 
sirable—the one as variegated as Jeseph’s coat of many 
colors, or the other with its solid masses of uniform tints ; 
the one the emblem of the barbarism of the past, the other 
of that enlightenment which we hope for in the future? 

ACTION OF THE CONVENTION. 

After some discussion the following resolutions were 
unanimously adopted: 

‘* Resolved, That the Convention recommend the following 
to be the future standard of time: 

‘*‘ First-—Tbat all roads now using Boston, New York, 
Philadelphia, Baltimore, Toronto, Hamilton or Wasbington 
time as standards east of those points or adjacent thereto, 
shal] be governed by the 75th meridian, or Eastern time. 

‘** Second—That all roads using Columbus, Atlanta, Cin- 
cinnati, Louisville, Indianapolis, Chicago, St. Louis, Jeffer- 
son City, St. Paul or Kansas City time, or standard time 
adjacent thereto, shall be run by the 90th meridian time, 
or one hour slower than Eastern time, to be called central 
time. 

** Third—That west of the above named sections all roads 
shall run by the 105th and the 120th meridian times, which 
are respectively two and three hours slower than Eastern 
time. 

** Fourth—That all changes shall be made at the termini of 
roads or at the ends of divisions. 

‘\Fifth—Yhat the Secretary be instructed to forward a copy 
of these resolutious to a']l general managers and representa 
tives, with a request for a response, whether they are in 
favor or not of the plan proposed, and whether they will or 
will not adopt the proposed standard, and that a copy of the 
report and of the maps submitted to this convention accom- 
pany this report. That the Secretary .be instructed to en- 
deavor to meet any objection that may be received, and 
that the replies be embodied in a report to the next conven- 
tion.” 








The Proper Weight for Cast-Iron Car Wheels. 





MEETING OF CAR-BUILDERS, 


A meeting of car-builders of the New York Central and 
connecting lines was held in Buffalo, April 11. Mr. Wilder, 
of the New York, Lake Erie & Western Railroad, called the 
meeting to order. He announced that at an informal meet- 
ing of those interested in the interchange of cars at Buffalo 
some time ago the question came up whether the wheels now 





Mr. M. C. Wood was then elected Chairman and Mr: 
Brady was appointed Secretary. 

Mr. WILDER submitted a statement of the breakage of caa 
wheels on the New York, Lake Erie & Western road during 
30 days. 

Mr. Krrpy inquired whether the cracked hubs were not 
due to over-pressure. 

Mr. WILDER thought not. 

Mr. BLACKALL asked whether a wheel should be removed 
with three cracked ribs. 

Mr. WILDER replied that a wheel ought to be removed for 
any crack, and also stated that very few broken wheels 
caused accidents. 

Mr. KirBy inquired whether cracked ribs and plates and 
bubs indicated a defect in the construction of the wheels, or 
was it because they were too weak ? 

Mr. WILDER stated that on his road during the time 
reported there were 379 cracked plates and 258 broken 
treads. These are the principal causes of failure. 

Mr. KiRBy regretted that it was not indicated in these 
figures which wheels were from defective casuingsand which 
from defective tracks. 

Mr. BLACKALL asked whether wheels which had broken 
had been heated ? 

Mr. WILDER was not able to answer. 

Mr. GAREY said that he had not received a report of 
wheels whica bad failed on the New York Central Railroad 
during the 30 days referred to. He formerly believed that 
broken treads were due to defective track, but now thought 
they were due to both causes; that is, either to the quality 
or lack of quantity of metal in the tread. He showed 
drawings of broken wheels. One broke a segment of the 
wheel off, the second broke through the hub, and the third 
broke all the plate off the hub, leaving the latter on the 
axle. 

Mr. WILDER stated that wheels of different makers broke 
from different causes ; that the tracks of our railroads have 
been coustantly improving, and that most of the wheels 
which were broken on the road, he thought, broke from 
being too light. The question for the consideration of the 
meeting was whether the wh2els ought to be strengthened, 
and, if so, where. 

Mr. LENTZ stated he had a record of broken wheels under 
their own cars, and he thought that there was a weakness in 
wheels where the two plates joined, and also under the 
flange. 

Mr. GarRgy stated that the objectin asking the wheel- 
makers to the meeting was to give them the results of prac- 
tice on railroads and to have them indicate whetber it was 
desirable to increase the weight of wheels. To increase the 
quantity of poor metal would not cure the evil, he thought. 
He requested the wheel makers to express their opinions, 
The drawings cf broken wheels showed that they were too 
light. The plates were from 9-10 to 15-16 in. thick. The 
record of broken wheels which he had kept showed that 
many broke where the plates join each other. 

Mr. LENTZ confirmed the statement of Mr. Garey and 
asked the wheel makers what was the cause of breaking at 
that point. 

Mr. OLMSTED said that many wheels broke at the core- 
holes. These holes should be strengthened around their 
edges. The fractures often commence at these holes and 
then extend outward. 

Mr. WHITNEY, of Philadelphia, asked whether wheels are 
heavy enough and also whether the form is right. Each 
wheel maker, he thought, must answer the first question him- 
self. The heaviest 33-in. wheels were from 50U to 550 lbs. 
in weight. The wheels were not increased in weight in 
proportion to the loads carried, The latter are now nearly 
or quite double what they were some years ago, and the 
weight of the wheels has been increased only about 5 per 
cent. The speed on our railroads is also greater, and this 
had as much to do with the breaking of wheels, probably, as 
the weight. The size of the axle has alsoincreased. ‘The 
size of the hub for the axle is increased. The wheel should 
be increased in the same proportion elsewhere. He thought 
that 33-in. wheels should weigh at least 540 to 550 Ibs. 

Mr. GAREy did not think that railroad companies would 
object to an increase of weight. They would accept wheels 
weighing 600 Ibs. 

Mr. DAVENPORT remarked that plates may crack from 
bad proportions of pattern or want of elasticity of metal ; 
it might also be due to increased loads and high speed. The 
proper distribution of material in wheels is a matter for the 
makers to decide. The imperfection at the junction of the 
two plates may be due toa deposit of scum in casting the 
wheels or to a displacement of the core at that point. In 
the process of melting ironit loses its elasticity. He stated 
that iron after tbe first melting, testedin a Thurston 
torsion testing machine, twisted 15144 degrees and 
broke with a strain of 38,750 lbs. per square inch. After 
being melted the second time it twisted only nine 
degrees before it broke, and after the third melting only six 
degrees. The objection to using old wheels in making new 
ones was that it is impossible to know how often the iron in 
the old wheels has been remelted. The loss of elasticity in re- 
melting wheels may account for the breaking of plates. He 
recommended that wheels should be made entirely of new 
iron, and that old wheels should be converted into bar iron 
and axles. The temptation toreduce the weight of wheels 
by the reduction of price was too great for the wheel makers 
to resist. If a wheel weighing 500 lbs. is all right for a 10- 
ton car, it is much too light for one carrying 20 tons, and if 
the speed is also doubled, the 500-lb. wheel is very much too 
light. If railroad companies would report in what part of 
wheels they failed, wheel manufacturers would be able to 
improve the construction of wheels. 

Mr. WHITNEY thought that the use of the air brake in- 
creased the number of breakages on account of heating the 
wheels. 

Mr. GAREY inquired what wheel makers do to determine 
whether the core of the wheels is in the right position. He 
thought some men were going wild about the carrying ca- 
pacity of cars and that it would be a good plan for the wheel 
makers to get together and say that they would not make 
wheels for less than a certain price and make them of only 
the best material. 

Mr. Krrpy stated that bis report showed more chipped 
treads from defective track than from defective wheels. 
He thought such failures were due to the increase in the 
number of crossings ou their line. They now had 28 grade 
crossings. 

Mr. GaREy exhibited pieces broken from two wheels, one 
of which weighed 560 and the other 600 Ibs, 

Mr. Snow considered that a wheel of 540 lbs. made of the 
best charcoal iron was of the right weight for a 20 ton car. 
If made of some of the iron which is used in the manufacture 
of wheels they should weigh from 700 to 800 lbs. He knew 
that there was a great deal ‘of very poor iron used in the 
manufacture of wheels, and railroad companies are trying 
to run 20-ton cars on wheels no heavier and made of much 
poorer material than was used ten vears ago. 

Mr. GAREY exhibited some blue prints showing sections of 
a 33-ip. wheel which would weigh 600 lbs, 

Mr. GRIFFIN said that the manufactyrers wanted to know 
what weight of wheel was required by tie railroad com- 


in use are heavy enough for the loads hauled. It was pro-| panies. 


posed to inquire into the causes of failure of wheels. 


Mr. OrTTON said that the design of wheels was very de- 





fective. He knew that out of alot of 4,000 wheels th® 
maker had to pay for one in 12, owing to the fracture of th® 
plates at their junction. The makers attributed it to the 
fact that they had used an old and superannuated pattern. 
He thought that the fracture of the hubs was nearly always 
due to over pressure in putting the wheels on the axle. 
The chipped treads were largely due to sand holes. 
He did not think there was any objection to using 25 per 
cent. of old wheels in the manutacture of new ones. 

Mr. GRIFFIN wanted the car-builders to say what the 
weight of wheels should be made tor different classes of cars. 

Mr. GAREY said there would be great objections to carry- 
ing two aifferent weights of wheels in stock. He moved that 
33-in. cast-iron wheels should not weigh less than 560 Ibs. 
The motion was amended by Mr. McKenzie to 550 ibs. 

Mr. WILDER asked whether a heavier wheel was really 
needed. 

Mr. Snow suggested that there ought to be some relation 
between the strength of the iron and the weight of the 
wheels. 

Mr. McKenzie did not think that car-builders should 
dictate to wheel-makers how heavy the wheels should be or 
the quality ot the metal. All the car-builders should say is 
that the wheels should give a certain amount of service 

Mr. WHITNEY said that wheel-makers are limited as to 
strength and durability. A light wheel might do the ser- 
vice, but might not last. It was also necessary that it should 
have the proper amount of chill. 

Mr. BLACKALL said that on his road they were getting 
better service out of wheels weighing 530 lbs. than out of 
those weighing 560 lbs. 

Mr. LYMAN thougat it might all come back to the ques- 
tion of the quality of the material. Contracting for cars is 
a skinning process, and everything is bought at the lowest 
price, and the builder therefore gets the cheapest wheels. 
They are badly bored, and the axles are badly turned, and 
consequently in extra service the wheels crack, owing to bad 
work. 

Mr. GAREY inquired whether wheel-makers test the iron 
they use for tensile strength and durability. 

Mr. ORTTON inquired how much good iron ought to 
stand. 

Mr. SWARTZ answered 28,000 Ibs. 

Mr. DAVENPORT thougb that the Thurston machine was 
the machine for testing wheel iron, It strained it more in 
the manner in which it was strained in actual service. The 
elastic limit of good wheel iron was 38,750 Ibs. 

Mr. FoRNEY being requested to express bis views, said 
that he thought the question should be approached in a dif- 
ferent direction, and that a wheel made of good material 
need not be as heavy as one made of poor material, and 
that there should be some relation between the weight of 
the wheel and the quality of the material. He did not 
think it would be difficult for wheel-makers to make a speci- 
fication of the qualities which a good wheel iron should 
have, and thougnt that if car-builders would prepare such 
specification and require that the iron used should bave the 
quality specified, then they would be in a better posi- 
uon to determine what the weight of the wheel should be. 
He did not. think it would be difficult to muke test pieces 
either from broken wheels or from special castings made for 
the purpose. 

Mr. Garey said if the wheel-makers would get together 
and agree upon what qualities of iron should be used to meke 
a good wheelit would be a great thing for railroad com- 
panies. The action which was of most importance at this 
meeting. however, was to fix on the weight of wheels for 
immediate use. 

Mr. WILDER suggested that the wheel-makers should 
appoint a committee to confer with the master car-builders. 

Mr. WuiTNEY did not think that the wheel manufacturers 
were the right parties to prepare the specifications. 

Mr. MILLER considered tbat all the car-builders can do is 
to specify what service the wheeis should perform. 

* Mr. McWoop was of opinion that the form of wheels is 
more important than anything else, and that the weight, 
etc., should be left to the makers. 

Mr. DAVENPORT was disposed to leave the weight of 
wheels with the car-builders, 

A vote was taken to get the sense of the meeting with 
reference to the weight of wheels. Thirty-one of those who 
voted were in favor of 550 lbs.; one, 551 Ibs.; one, 535 lbs., 
and one 600 lbs. Three were disposed to leave it with the 
manufacturers. 

Mr. WILDER moved that a committee of five be appointed 
to confer with all the wheel-makers who were present on 
the subject of wheels. 

The CHAIRMAN appointed Messrs. Garey, Wilder, Miller, 
Blackall] and Lentz as such committee. 


THE CONDITION OF FREIGHT C ARS. 


Mr. GAREY said that the question of the condition of cars 
ought to be considered at this meeting. It was not improv- 
ing. 

Nir. Kirpy said that cars were coming onthe Western 
roads from new lines which would not stand the service. 

Mr. GaREY thought it would be a good plan for car- 
builders to visit the interchange points. In all cases in 
which car-builders looked over the cars 1t saved a great deal 
of trouble. 

Mr. Kirpy had recently examined two cars, between 
which a man had been killed the night before. One had 
single deadwoods on, and the other had double deadwooas. 
The draw-bar of the one pushed in the draw-bar of the other 
and left 8 in. between. The man was found between the 
two cars, standing erect, and dead. 

Mr. WILDER said that the master car-builders have recom- 
mended a standard for these parts. The New York, Lake 
Erie & Western standard, he thought, was the best. The 
complaints with reference to the double deadwood is due to 
the great distance between them. 

Mr. McILvaIne: If those roads which use double dead- 
woods would increase the strength of the draw-bars, it 
would save much of the trouble. 

Mr. ORTTON said he had been converted to double dead- 
woods. He thought they were the best. 

A considerable discussion wus then held with reference to 
how many brackets may be cracked before a car should be 
refused. There was great difference of opinion among 
those present with reference to this point. 

Mr. LENTZ moved that the master car-builders of the 
roads interested in the interchange of cars at Buffalo should 
nieet there in May to look over the cars, 

Mr. GAREY moved also that other parties be invited to 
meet the car builders at that time. 

The meeting then adjourned. 





New England Railroad Club—April Meeting. 





The first regular meeting of this club since its organiza- 
tion was held April 11 in the passenger station of the Boston 
& Albany Railroad in Boston. A room tor the purpose was 
provided and furnished by the officers of that company. 





APRIL 20, 1883] 


About 50 gentlemen were present, and 15 new names were | 
added to the list of members. The meeting was called to | 
order by President F. D. Adams, who referred to the lib- | 
erality of the Boston & Albany Railroad in providing quar- | 
ters for the club. Resolutions of acknowledgment were 
drawn up and adopted. The question of increasing the | 
membership fee of $1 to $3 was discussed and referred to | 
the Executive Committee, to be reported on at the next 
meeting. 

The topic for discussion which was presented by the Pres- 
ident was ‘‘ Brakes, Ladders, Steps and Running Boards of 
Freight Cars.” The President called upon Mr. Marden to | 
open the discussion. 

Mr. MARDEN said tht the subjects proposed were very im- 
portant, and that if the heads of the car departments did | 
not take - these matters and act upon them, the managers 
of the roads would certainly do so. 

Mr. ADAMS said that an accident occurred on his road | 
recently by which a man was seriously injured from the | 
brake-wheel giving way. He had instructed his foreman to | 
see that every car which came into the shops had handles | 
upon the end and that the brake-wheels etc., were in proper | 
condition. 

If they would go over the tops of foreign cars in their yards | 
they would be surprised to see how many there are without | 
handles. He had refused to receive cars upon his line because | 
of the brakes not being in efficient condition. During the | 


past six months there had been quite a number of men who | Florida Railroads. 


had lost limbs and in some cases nearly lost their lives by 
falling from trains, owing to the defective parts, and in 
climbing and going over the cars. 


German Passenger Locomotive. 





The engraving in this number of the Railroad Gazette 
represents a locomotive built at the Esslingen Machine 
Works for a railroad in Wurtemburg. It will be interesting 
to American engineers asan example of recent continental 
practice. The following are the general dimensions of the 
engine: 


—_ § Diameter............ 0.408 meter = 16.06 in. 
Cylinder........-) geroke............... 0.561 “ =2208 * 
| Diameter.......... 15st “ 28033 “ 
Driving wheels. .- Load, rear. . .-.9.68 tons = 21.334 Ibs 
aie middle 9.76 “ =21,511 
: 4 a) moeter............ 0.93 “* =30,32 in. 
Leading wheels.. } Toad in front........ 8.81 tons = 19,417 lbs. 
I RR ia 5.508 chealnneench <tsh.cckeee meters= 10 ft. 8.3in. 
Chain j Length..............1.050  * 41% ° 
Par ae ae ( —- sessed. 00  . ae eee 
. [Sere 1.050 “ = 41.54 
Fire-box......... ) Height... 0000 2 1.500 “ =69.00 
(PE Sa seiiscsccss 173 
ee ~ Diameter 0.045 meter = 1.77 " 
ES Annome.-ser 4080 “ =18ft, 4.25“ 
Steam pressure... Senaciaees t"p-h chants 135 Ibs. 
Tot See 25 tons = 55,100 ** 
| Weight of engine | ith fuel and water.28.25 tons — 62.263 ‘ 





| Ina previous letter I was in error in saying that the pre- 
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| are in Florida about 500 miles of 5-ft. Southern standard- 
| gauge road, «xtending from Jacksonville west via Tallahas- 
oo the state line, and southwest diagonally across the 

state to Cedar Keys on the Gul7, where Faber obtains and 
| manufactures the wood for his famous red cedar pencils, em- 
| ploying about 100 German familiesin the work of operating 
| bis machinery located there. Red cedar grows abundantly 
| in the vicinity. From Waldo, a station about half way be- 
| tween Jacksonville and Cedar Keys, the Florida Railroad 
| Co, has extended a branch 40 miles south to Ocala, a flour- 
| ishing county seat,where one mercantile firm does a business 
| that aggregates a million dollars a year. The country 
| around Ocala is higher than most parts of Florida and the 
Consequently it is @ well-settled farming coun- 
| try. where cotton and corn and some sugar-cane are pro- 
| duced, as well as oranges in abundance. Not long since the 

wide-gauge roads,in Florida were owned by several compa- 


- | nies, but now they are allconsolidated into one, called the 
‘ | Florida Central & Western Railroad Co. 


The different 
| branches, of course, have separate names, as the Western 


* | (running to the Chattahoochie from Jacksonville on an air 


|line almost), the Transit (running to Cedar Keys), the 
| Southern,now built to Ocala and nearly completed to Sump- 
| terville, 25 miles further south, through a high, beautiful 
| and fertile country. This Southern road will be really the 
| most important in the Florida system when completed. The 
surveyors are locating a line through the woods and prai- 
ries south to Charlotte Harbor at a deep-water port 
called Punta Rassa, which is at the mouth of the Caloosa- 
hatchee River, which heads in the great Okechobee Lake. 


| vailing railroads, both built and building, were of the nar- | The whole length of this line of road from Fernandina, a 





The New York Central Railroad delivsred to them a | row-guage kind. There are quite a number of short 3 ft. | deep-water port 18 miles north of Jacksonville, is about 350 
number of cars, not in good condition to run. They said ;| roads, and more are being constructed ; but I find they are| miles in a nearly south line. Fernandina, next to Port 
We have used them over our road and you ought to take | mostly confined to making connections between the St.Johns | Royal, is the deepest and best harbor on the Atlantic coast 
them. Steps and ladder-rounds in some instances were gone. ‘and fruit-growing settlements and colonies 20, 30 or 5G! south of Old Point Comfort, as Punta Rassa Harbor has the 

















PASSENGER LOCOMOTIVE FOR THE WURTEMBURG STATE 


Built by the Esslingen 


The handles upon some would pull right out when a person | 
took hold of them to getuponacar. They either had to | 
take these cars, or transfer the freight. They tell us we are | 
obstructing the movements of freight, and some of us in} 
charge of car departments hardly know what to do in such | 
cases, 
Mr. J. T. Gorpon (Concord Railroad) said that be had to} 
acknowledge that they did take cars without brakes. Cars 
came to them loaded with lumber, and the brake wheels 
were gone and the lumber loaded over them. If they 
should have to go to the expense of unloading thatcar or cars 
in order to put the brake wheels on, it would be a heavy 
expense. They had had a great many cars go over their 
road without ladders, and they had also had considerable 
trouble in stopping cars which they considered unsafe to 
run, some of them loaded with perishable freight. In coming 
from Concord to Portsmouth to-day, he had noticed two 
flat cars loaded with boards one tier above another, and | 
running from one car to another and the brakes were broken. 
Mr. MARDEN suggested that a resolution be drawn up to 
express their views in regard to this matter. His instruc- | 
tions to his inspectors are not to receive any car in defec- | 
tive condition. They, however, made exceptions to this in 


Machine Works. 


miles back from that river, such as the narrow-guage road 
from Palatka west to Gainesville, 65 miles ; Astor to the 
Teesbury Lakes, 35 miles; Tocoi, on the St. Johns, to 
St. Augustine, on the ocean, 14 miles ; Jacksonville, south- 
east through swamps and pine-wood barrens, to St. Augus- 
tine, about 30 miles ; from San Mateo, opposite Palatka, on 
the St. Johns, southeast to the famous-for-fruit Indian 
River country. The terminus will probably be at or near 
Titusville, which is located in the midst of great orange 
groves and banana and pineapple fields. The distance is 
about 100 miles, making it the longest narrow-gu road in 
the state when constructed. A son of ex-Mayor Mason, of 
Chicago, is the Chief Engineer of the work, and some Chicago 

arties are stockholders and bondholders. The company 
Oe secured a large land grant from the Florida Legislature, 
and expects to open up an extensive and otherwise inacces- 
sible tract of countrv—much of it capable of bearing tropical 
fruits as well as all kinds of garden truck for the Northern 
market, and, besides, tapping the great fruit-growing 
Indian River region, near the sea-shore, and south of the 
frost line. 

The last narrow-gauge road that 1 will detain the reader 
| to describe, is the ‘‘ Boston Herald road,” beginning at San- 


regard to stock cars. The Fitchburg Railroad repairs these | ford on Lake Monroe (the head of large steamboat naviga- 
cars before they go forward. They did not intend to run | tion of the St. John’s) and running south 22 miles to Or- 
any cars over the road without brakes, if they could possibly | lando, the seat of Orange County, which is famous for its 
avoid it. orange and lemon groves. The road is being extended to 
Mr. Marden, Mr. Fry and Mr. Denver were appointed a| Lake Kissimée, 20 miles further, where it will connect with 
committee to draw up a resolution on this subject. | an extensive steamboat navigation through several lakes 
Mr. ApAMs said that the cars delivered to them by the! and streamsall the way into Lake Okechobee, ythe largest 
New York Central Railroad loaded with long timber came lake in Florida. The Herald people have already expended, 
over their road all right because they had no very sharp | it is reported, about $300,000 on this little road, and it is re- 
curves, but when they got upon his road, they would not go| turning them over 12 per cent. in dividends in doing the 
around the curves at East Boston. Consequently they had | business of Orange County. When Gen. Grant visited this 
to re-load them. state in 1880, he threw up the tirst spadeful of earth in the 
The other subject named upon the notice for discussion, | construction of the Boston Herald road. The owners believe 
namely, ‘Side-Bearings for Passenger and Freight Cars,” | they have a good thing and propose to keep it, albeit they 
was then omitted, owivg to the lateness of the hour. | are sorely tempted by a syndicate of railway speculators to 
After the reading by Mr. Marden of an article extracted | sell out. 
from the Railroad Gazette, the meeting adjourned. In addition to the above described narrow railroads, there 
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deepest water on the Gulf coast of Florida. From Punta 
Rassa to Havana is only 200 miles due south, and 
Key West is directly on the line and midway between 
Havana and Punta Rassa (Rose Point). The railway com- 
pany propose to put on a line of swift daily steamers, which 
will run the distance in from fourteen to sixteen bours. 
They believe that a large part of the ever-increasing flood of 
Northern visitors to Florida will make the short quick run 
to Cuba, and that all the Cubans going North will take this 
route to escape a long sea voyage. The shortest sea route 
now used is from New Orleans to Havana, a distance of 650 
miles on the stormy gulf, and the time consumed is nearly 
three days between ports. 

Compare this with a short scud across of not more than 
half a day, and stopping midway at Key West, a good, safe 
harbor, in bad weather. The voyager will scarcely be an 
hour out of sight of land the whole way. It is believed that 
Cuban cigars, which greatly deteriorate by the long sea voy- 
age from Havana to New York, will take this short ferriage 
to Rose Point, and thence by rail to New York, and it is 
believed that Cuvan fruit--bananas, pineapples, oranges, 
and the iike—will also follow this short, quick line, saving 
so many days’ time and the resulting decay of those perish- 
able commodities. 

Fernandina is a picturesque old town, founded by the 
Spaniards in 1672, being, therefore, 250 years old. It con- 
tains two or three thousand inhabitants, and is built on the 
west shore of Amelia Island, overlooking a broad bay, with 
asplendid harbor. Vesselsdrawing 20 fect of water come 
across the bar at high tide, and the largest ships unload at 
the wharves. The Mallory line of direct Florida steamers 
has its Southern terminus at Fernandina, and the Charles- 
ton and Savannah steamers call there on their way to and 
from Jacksonville. The place has now two comfortable 
hotels, which are crowded all the winter season. A le 
new hotel is about being built and is needed. The air is 
pure and bracing, and the town is free from malaria, and is 
considered by many as the most salubrious point on the en- 
tire coast. The Florida Transit road starts at Fernandina 
and runs to Cedar Keys. The Florida Southern to Punta 
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Rassa, will follow the line of the Transit Road from Fer- | traffic will follow. 
vandina to Waldo Station, 90 miles, and thence south 270 | tried. 


miles to Punta Rassa. The road will thus have a five, deep, 
safe harbor at each end of its line. 
that this road will pass through and give outlet to the best 
agricultaral portions of Florida. It traverses the famous 
Central Lake country so widely celebrated for its fruit-bear- 
ing capacity.—Correspondence Chicago Tribune. 








The Massachusetts Railroad Commission on the 
Claims of Local Business ~ 


eo -__--- 

In the matter of the application of the selectmen and 
pecple of Holden in relation to trains or the Boston, Barre 
& Gardner road, the Massachusetts Railroad Commissioners 
have given the following decision, some portions cf which 
are capable of wider application than to the special case in 
hand. 


The selectmen and a great number ot citizens of Holden 
ask the Board to recommend an early train .to Worcester. 
At present no passenger train on the Boston, Barre & Gard- 
ner Railroad arrives there before 10a. m., aud this is un- 
certain; and, as the company admits, must, under present 
arrangements continue to be uncertain, and likely to be so 
late as to fail of connection with trains for Boston. It is 
therefore impossible to arrive at Boston at any convenievt 
hour, to have a full day in Worcester for business, or even 
to reach the courts in due season. But the chief difficulty is 
for workingmen living in Holden and doing their work in 
Worcester. A dozen of such men now make daily use of an 
ommibus, returning by rail. It was thougbt that the num- 
ber would be greatly increased if the desired facilities were 
furnished, and that many residents would be attracted to 
Holden, where they could have pleasant and healthful 
homes. Summer residents also would find it a desirable 
place. Aud it was shown that, when an early train was run, 
several new houses were built and the pepulation of the Cen- 
tral village was increased, while since tbe train was with- 
drawn anumber of the residents had removed, and rents and 
values had greatly decreased, 

The petitioners feel that their claim to have accommo- 
dation is strengthened by the faet that the managers of this 
company induced the town to subscribe 5 per cent. of its 
valuation, amounting to $44,800, in addition to individual 
subscriptions, and they claim that the vote of the town, by 
which the origional municipal subscription of 3 per cent. was 
increased to 5 per cent., was obtained by the promise of an 
early train, which would make Holden a desirable suburban 
residence for those whose place of business or labor was in 
the growing city of Worcester. _ ; 

The respondents say that the railroad is unprofitable, and 
that they canvot afford to put on a train which will not pay 
its expenses. And there was evidence, though not definite 
or satisfactory, tending to show that when the train was run 
it did not directly pay the cost of ruuning. 

But it is hardly necessary to say that the mere fact that a 
train or a station does not pay for its cost is not conclusive 
evidence that itought not to be maintained. It has often 
been repeated that railroad companies are not private en- 
terprises conducted solely fer gain, but public corporations 
which have received great privileges and owe a return to 
the community. The law-making power has intrusted them 
with the exercise of the right of eminent domain, in order to 
secure advantages for the people of the state. Those ad- 
vantages the people have a right to demand. ‘The duty, as 
well as fhe power, of furnishing reasonable accommodation 
for the public has been granted by the state and accepted 
by the corporation. 

“These familiar principles are peculiarly applicable here. 
A road has been chartered to a great extent for through 
freight traffic ; it subsists mainly on that traffic, and is oper- 
ated for it. But, in return for the privilege of taking a right 
of way by law, it would be bound to furnish reasonable 
accommodation to the people on the line, even if every 
station built and every stop made were a source of unre- 
munerated expense, The amount of busjmess and receipts 
no doubt affect seriously the reasonableness of demands tor 
facilities. But it is not of itself enough to condemn a request 
for any special accommodation to show that it wi!l not be 
profitable to the corporation. A case might be imagined 
where a railroad company could be most profitably operated 
by running express trains from a point beyond the borders 
of the state to a terminus within the state, but no such oper- 
ation of a road would ever be allowed in Massachusetts, if 
residents on the line desired reasonable accommodation. 
We say it might be imagined. In fact, policy as well as 
wel] as daty should teach railroad managers to build up 
local business on which they cav rely; and more than one 
railroad company in this state bas been iojured by spending 
its strength in grasping unprofitable througb business and 
neglecting to build up traflic on its line. 

in addition to these general principlts, the petitioners have 
a peculiar claim because of their municipal subscription. 
Not only was the land of the people of Holden taken under 
the right of eminent domain, but 5 per cent. of their prop- 
erty as valued was taken, on which iuterest is annually 
paid by the exercise of the right of taxation—a further il- 
lustration of the fact that tbis railroad company is by no 
means a mere private enterprise for earning dividends. 
And the claim is strengthened by the fact that they were 
induced to act as they did by the maya of just such an 
accommodation as they now ask. he positive recollection 
of the witnesses as to these promises is convincing proof that 
they were made, and it is confirmed by the probabilities of 
the case. The second subscription of the town was condi- 
tioned on the change of route to the Centre, and undoubt- 
edly was given in the expectation of an increase of popula- 
tion and of taxable property, growing out of the residence 
of men whose business and work should be in Worcester. It 
is true that no binding contract to this effect could be made, 
and no such contract is asserted, but the equitable claim of 
the inhabitants of Holden is greatly strengthened by the 


The projectors cla.m | 
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Holden was gaining while the train was run, and it 
lost when the train was withdrawn. The general loss of 
local travel to and from Holden may not be fully aczounted 


| for, and perkaps ought not all to be charged to this account, 


| between Holden and Worcester. 


but it does not tend to show a wise operation of the road 
We believe that, in time, 


| such facilities as are asked will directly and indirectly more 


fact that this inducement was held out to them before the | 


majurity passed the final vote of subscription. 

And still further, it 1s admitted by the respondents (if it 
were necessary to prove the fact) that there was a special 
purpose apart from commercial profit in constructing the 
Boston, Barre & Gardner Railroad, and that purpose has 
been accomplished. It was part of a system designed to 
keep the great county of Worcester undivided, and if the 
road never pays a dividend, its chief promoters will not 
regard it as an entire failure. While the founders of the 
enterprise thus receive indirectly a public good, the town of 
Holden has a fair claim to the promised benefit, which, in 
making its subscriptions, it desired more than it did the 
profit of dividends. _ ; 

Apart trom these views, the interests of the road would 
seem to require such facilities as the people ask. Consider- 
ing the situation of Holden and the growth, present and 
prospective, of Worcester, there are few places in the state 
where a local train would, it its running could be assured 
permanently, work more surely for the development and 
creation of business. Certainly there is little now, but this 
is a case where the true pclicy is not to postpone facilities 





than pay forthe co t. That cost, owing to the present need 
of sending out pusbiug engincs for freight trains to over- 
come the grade trom Worcester to Holden, and the ease of 
running down that grade on return trip, will be moderate. 
The Board does not desire to indicate the exact mode of 
meeting the wishes of the petitioners. Whether the train 
shall start from Holden or Jefferscnville or elsewhere; 
whether a combination or dummy car shall be used: 
whether a turn-table ora Y shall be constructed, it is for the 
directors to decide. We would onty say that it is not rec- 
ommended that any train should be drawn by an engine 
reversed, and that in setting details of the management it 
should be felt that it is not to be regarded asa brief experi- 
ment, but a fixed policy. Aud the Board adjudges that the 
reasonable accommodation of the people of Holden requires 
that an early train, substantialiy as asked by the petition- 
ers, be run from Holden station to Worcester, and recom- 
mends to the President and directors to take early steps for 
operating such a train. 


Surveying Through the Black Canon. 


It is rumored again thata survey is soon to be made 
through the heaviest portion of the Black Cafion of the Gun- 
nison. Fora long distance the walls of syenile rise to the 
stupendous height of 3,CC0 ft., and for 1,800 ft. the walls of 
the cafion are arched not many feet from the bed of the 
river. If the survey is successful, and the Denver & Rio 
Grande is built through the cation, it will undoubtedly be 
the grandest piece of engineering on the American con- 
tinent. The river is very swift, and it is propused to build a 
boat at the western eud, and provision it for a length of time, 
allowing it to float with the stream, but controlled by rones. 
If the boat goes, the chances are that the baby road goes, 
too.—Gunnison (Col.) Review. 

Tramps. 

A dispatch from Lexington, Ky., April 11, says: ‘*t Armed 
tramps, 12 in number, captured a freight train on the 
Chesapeake & Odio, near O!ympia, and ordered the con 
ductor to take them to Lexington, but he telegraphed to 
Mr. Sterling, and bad the gaug arrested when the train 
arrived there.” 

Three tramps who were put cff from Erie train No. 12, 
Thursday morning, at Middlsiown, waited until the train 
gotin motion and then fired four shots at the brakeman 
with a revolver.—/ ort Jervis Gazette. 

We have heard but little of the gentle tramp for several 
months, but the approach of spring generally starts bim 
out of the cities where he bas wintered, and trainmen will 
have plenty of his company soor. 


The Tehuantepec Ship Railroad. 


The Vexican Financier of rcceontdate says: ‘The ship 
tramway }-roject across the Istbinus of Tehuantepec is re- 
viving again. Mr. Van Brocklin, sent out by Eads to make 
fina} surveys, arrived on the last * Mexico’ and has left for 
the Isthmus. Capt. Eads will remain in New Orleans for 
the present. It is stated that European capitalists are in- 
terested in the work.” 

Caring for Injured Persons. 

The passenger engineers on the New York, Lake Erie & 
Western Railroad are being furnished with a small box of 
appliances to be u-ed ia case of accidents. They are re- 
quested to carefully read the instructions which accom- 
pany the box, in reference to the proper treatment of 
injured persons, to have their firemen do the same, and to 
keep the box constantly on the engine, where it can be ob- 
tained at a moment’s warning. The box contains broad 
and narrow bandages witb safety pins to fasten them, a 
compress of dressing cotton covered with cotton-gauze, 
bemostatic cotton to stop bleeding, surgeons’ plaster for 
use in bruised wounds to draw parts together and permit 
healing by first intentions, a bottle of soothing ointment for 
cuts, burns, scalds, etc., and a bottle of tincture of arnica. 
The little pamphlet whieh acccmpanies the box gives minute 
descriptions how to bandage any part of the body and illus- 
trates the same by number of cuts. 

The appliance is put up by H. Spencer & Co. of Chicago, 
and is in use on many railroads throughout the country. 
When the engineers and firemen study up the instructions, 
they will perbaps not be able to bandage up injured persons 
as skillfully as u professional surgeon, but will no douht be 
the instruments of saving much unnecessary pain and pos- 
sibly saving human live:.—fort Jervis Gazette. 


Curiosities, 


Those in charge of the railway exhibition at Chicago ask 
for some curiosities in that line. Quite a number could be 
suggested even if they can’t be found; among them the fol- 
lowing: A drunken passenger who has bis ticket ready ; well- 
dressed lady passenger who refrains from opening a window 
ona thinly clad man in the back seat; a window that won’t 
stick up in warm weather or down in cold weather; a brake- 
men that will help a lady on ard off without squeezing her 
arm; a train that won’t go too fast or too slow, or make too 
many stops for all the passengers it contains, and a baggage- 
master that will handle every trunk asif it were his wife’s 
mother’s.—/iltshurgh Telegrarh. 

The scene is laid in a railway carriage where the passen- 
gers are smoking furiously. The eighth passenger, courte- 
ously: ** I beg your pardon, gentlemen, but I do hope that 
my not smoking does not inconvenience you.”—French 
paper. 


Interfering with Railroad Equipment. 


The Des Moines (Iowa) correspondent of the Chicago 
Tribune says: *‘* The Chicago, Rock Island & Pacific is the 
first to bring action under the new law for the protection of 
railroad property. A few months ago a smart young chap 
took a hand-car and ran it out 20 or 30 miles to see his girl. 
He was arrested and fined. A few days ago A. Scott 
sbipped his housekold goods from West Liberty to Harlan, 
aud after a part of the goods were taken from the car he 
wanted the car moved to another place, and was told it 
would be moved so soon as the engineer returned from his 
dinner, which did not please the man, and he decided to do 
the switching himself. Mounting into the cab he pulled the 
throttle, and the engine-drivers began tohum. The engi- 
neer, whose residence was but a short distance away, hearing 
the spinning of the drive-wheels, rushed out expecting to see 
the machine runnirg away. Leaping into the cab he found 
the man, and quickly ejected him under a shower of vigorous 
English. It was a narrow escape, for had the engine got 
under headway it would have gone down grade 13 miles to 


till traffic comes, but to grant facilities in the faith that ' the main line at Avoca, where there are heavy stock trains 


To some extent the experiment has been 
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usually side-tracked at that hour, and passenger trains liable 
to be standing. Scott was arrested and placed under bonds 
for further hearing. The penalty fixed by law for such acts 
is imprisonment in the penitentiary not exceeding 10 years, 
or a fine not exceeding $2,000, or both fine and imprisonment. 
The penalty for wrongfully running a hand-car on a rail- 
road is a fine of not more than $100, or inprisonment 30 
days, and if by running such hand car a passenger coach or 
locomotive is thrown from the track and a person is injured, 
the wrongdoer may be sent to the penitentiary for five years; 
and if a person is killed,he is declared guilty of manslaughter. 
It is a good law, and the railroad companies intend to 
enforce it, not only for the protection of their property, but 
for that of passengers and trainmen.” 


A Perilous Ride. 

A dispatch from Pottsville, Pa.. April 15, says: ‘‘ A ter- 
rible accident occurred on the Lehigh Valley Railroad. near 
Mahanoy City, to-day, by which one man was killed out- 
right and 18 or 20 others made a remarkable escape from 
death. At an early hour this morning Prof. John Levi, an 
Italian musician, accompanied by 20 other persons, includ- 
ing men and women, got on board a hand-car at Delano 
station for the purpose of coming to Mabanoy City, 8 miles 
distant. As the hand-car was to be run the entire route by 
gravity, owing to a heavy grade on that part of the road, a 
thorough inspection was made to see that everything was 
perfectly safe before starting. Fears, however, were enter- 
tained by several of the party, who suggested thata coal 
car with a good brake shculd be attached to the little truck 
as a precautionary measure. This suggestion was acted 
upon and thecar attached The party started, and about 
one-half of the distance had been traversed, when suddenly 
the brake chain on the truck, which was. drawn tightly, 
snapped off, and before they could realize their situation, the 
truck, with each revolution of the wheels, rapidly increased 
its speed, and was soon descending the heavy grade ata 
terrific rate. The wildest excitement prevailed among the 
party, the ladies becoming uncontrollable. Tine men were 
no less terrified, but one of them had sufficient presence of 
miud to think of the brake on the coal car, which he 
managed to reach. ‘be truck had gained such headway 
that its application had only the effect of slackening the 
speed a little. By this time the Mahanoy City station was 
in sight, and when it was reached many of the party jumped 
and rolled off the truck, and were more or less bruised in the 
fall. The truck dashed onward, and about a quarter of a 
mile from the station it ran imto a horse car, hurling its 
occupants in all directions. A)l escaped serious injury ex 
cept Levi, who was thrown under the wheels and crushed to 
death. His body was mangled almost beyond recognition. 
Keeping Employes’ Records. 

Superintendent Bent of the New York & New England 
Railroad ismaking arrangements in the interests of civil 
service, so fav as the employés of that road are concerned. 
He is to keep a complete record of every employé of the 
road, giving his entry into service, his promotions, conduct, 
etc., and advancement is to be based on the length of sei- 
vice and ability shown. The record is to be keptina large 
book in the Superintendent’s office, so that all the facts con- 
tained in it will be convenient for the information of the 
officers, and the standing of each man can readily be ascer- 
tained.—Boston Herald, 

Railroad Gardening. 

Last year a majority of the stations along the main line 
and branches of the Philadelphia & Reading Railroad were 
put in thorough repair and were further improved by hand- 
somely laid out grass plots brightened with beds of flowers. 
This year the company, it is said, intends to further beau- 
tify the surroundings of their stations by increasing the 
acreage of flower beds and planting them with choice speci- 
mens. The plan will be heartily approved by travelers and 
by residents in places along the line. Too often the railroad 
station is the most bare, dreary and unattractive place in 
the town. 

The New York, Lake Erie & Western Co. is also making 
arrangements to beautify a number of its wayside stations 
by surrounding them with small grass plats, in which flow- 
ering shrubs and plants will be set out. 

The Pennsylvania Railroad, on which this plan of improv- 
ing the appearance of stations was first adopted, is ext:nd- 
ing the work each year. 


A New Train on the Boston & Albany. 


The Boston Herald of April 12 says: ‘During the past 
few months the car shops of the Boston & Albany Railroad, 
at Allston, have been engaged upon a train of new cars 
which itis designed to put on between Boston and New 
York early next month. Yesterday forenoon the train 
made a trial trip between Allston and Framingham. half a 
dozen gentlemen constituting the party. Mr. F. D. Adams, 
the Master Car-Builder of the road, under whose super- 
intendence the cars were constructed, was in charge of the 
party. The train consists of a baggage car, two drawing- 
room cars, a smoker, and two passenger coaches. Each of 
the cars is 57 ft. long, and they are all finished exteriorly 
alike. They ride on the four-wheel standard trucks adopted 
by the road, having 42-in. paper wheels from the Allen 
Paper Car Wheel Co., and provided with the new elliptic 
spring, the ‘ Acme,’ manufactured by the Cliff & Righter Co. 
Of course the cars are provided with the Westinghouse 
brake and other safety appliances found on all the cars of 
the Boston & Albany. That the cars ride easy was demon- 
strated fully yesterday, the baggage car even being no ex- 
ception to the rule. The interior finish of all the cars is rich, 
but at the same time very plain, the drawing-room cars 
being finished—sides and roof—in mahogany, the only 
ornamentation being that of curved lines, and the smoler 


jand passenger coaches are similarly finished in cherry. 


There are sone 20 windows on a side, each of which is pro- 
vided with a curtain instead of blinds. The drawing- 
room cars are elegantly upholstered in old gold silk 
plush ; each has 24 revolving chairs of the most comfort- 
able description, besides stationary seats for nine more pas- 
sengers. At one end of the car is a gentlemen’s water closet 
and one of Searle’s hot water heaters. At the other end isa 
retiring room for ladies and a lavatory, the latter haviug a 
large water tank above, a faucet instead of a pump letting 
the water into the wash bowl. Adjoining the ladies’ room, 
but in the main saloon, are two comfortable seats fecing 
each other, and capable of being quickly made into a bed 
and separated from the rest of the car by a handsome cur- 
tain; this arrangement will be excellent in case of a sick 
person traveling. The floor iscovered with a Wilton car- 
pet finely harmonizing with the upholstering of the chairs 
and seats. Each car is lighted at night by four double- 
lamp chandeliers of polished bronze metal, of beautiful de- 
sign, from Williams, Page & Co., who also furnish the bas- 
kets of similar metal which are fastened above the windows. 
The smoking car and passenger coaches furnish seats for 76 
passengers each. Tbose in the smoker are provided with 
rattan backs and leather seats, while the passenger coaches 
have the seats upholstered in old gold mohair, and the aisles 
are covered with Wilton carpets. These cars have 10 lamps 
each, similar to those in the suburban cars, and are warmed 
with Baker & Smith’s heater. The entire train is a hand- 
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some addition to the rolling stock of the Boston & Albany 
road, and refiects credit upon Mr. Adams and the hands 
underhim. This train is to begin running about May, and 
is to be termed the jimited express, running alternately 
with a train now building by the New York, New Haven 
& Hartford Railrcad.” 





RAILROAD LAW. 


Municipal Bonds isstied to Railroads—Legisla- 
tive Authority: 

A Washington dispatch of April 16 says: ‘The United 
States Supreme Court to-day rendered a decision in the 
Sbreveport, La., bond case. The bouds were issued by the 
city of Shreveport iv aid of the Texas & Pacific Railroad 
Company. This Court holds that the bonds are void for 
want of valid legislative autuority ; that unless sp: cific 
authority has been given by the legislature toa municipal 
corporation to granv pecuniary aid to railroad companies, 
all bonds of the municipality purporting on their face to be 
for such a purpose are void, even in the hands of bona fide 
holders, and this whether the people voted the aid or not 
Every purchaser of such a bond is chargeable in law witb 





notice of want of power in the municipal authorities to bind 
the body politic in that way.” 
TRAFFIC AND EARNINGS. 
Railroad Earnings. 
Eafnings for vatious periods are reported as follows: 
Three months ending March 81: 
158%. Inc: of Dee. Pic 

Chic., Bur. & Quincy....... $5,583,788 I. $991,437 19.3 

Net earnings......... eos 2,017,185 a 398,8) f 
Chi. & West Michigan. D. : 
Cin., N. O. & Tex. Pacific.. D. 
Detrvit, Lansing & No..... Dd. 
Eastern.... 
Georgia.. 


Kan City 
Little Roc 
Little R'k 








Nash., Chatta. & st I 598,815 
Net carnings......... .. 264,745 
Richmond & Danville lines: 
Charlotte, Col & Aug.... 248,710 
Net earnings. 139, 958 


Co umbia & Greenville. 
Net earnings ...... .... 
Rich. & Danville......... 
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Net carnings.... .. .... 
Virginia Midland. ...... 
Net earnings............ 
Western H.C... 5.25 ass 
Net earnings............ 
St. Louis & Cairo.......... D. 
Two months ending Feb. 2s: 
Bur., Cedar Rap. & No... $3°4,40% $478,454 D. $04,051 187 
Net earnings .....::...... 59,982 190,420 D. 130,438 686 
Des Moines & Ft. Dodge... 41,591 64,497 D. 23,3086 357 
Net earnings Pee TE 427 27,894 D. 21,867 79.8 
Houston, EK. & W. Texas.. 46,6°6 83,576 1. 13,06) 38.9 
Net earnings.... ......... 7,737 ickes vienna re 
Marquette, Hought. & Ont. 26,203 48,C4L D. 11,838 24.7 
eee 23,52 1,760 1. 21,761 
Oregon & California...... ot, RR ee : eee 
Net eartiings..... ....... ie rere san 
South Carolina............. 279,190 252.240 26.950 10.7 
Net earn.ngs.........0.... 128,605 114,103 I 14,452 1%.7 
Vonth of March: 
Chi., Burlington & Quincy. $8,347,087 $1,566 217 I $759,870 49.9 
Net earnings.............. 1,387,015 687,016 L. F49.999 117.7 
Chi, & West. Michigan..... 146,716 128,1¢8 I. 18,528 14.5 
Detroit, Lansing & No..... 137,808 188,248 D, 95 0.4 
PMRMNIR ccinyceedne se annases 265,766 253,700, 4.7 
I iniecnnes ac ctcenunsd 148,041 x 29.6 
Net Garnings.............. 63,693 I 1045 
Kan. City, Ft. Scott & G... 184,432 [. 25 1 
Little Ruck & Ft. Smith: . 47,327 I. £89 
Little Rock, Mis. R. & Tex. 32,005 1. 100.7 
Nash., Chatta. & St. L.... 206,164 5 I 16.3 
Net earnings ...:..:.:..: 0,499 I. v1 
Richmond & Danville lines 
Charlot.e, Col. & Aug I. 21.6 
Columbia & Greenville A 26.3 
Rieh. & Danville.. .. . L 3.7 
Virginia Midland....; Z 98 
+ arr a. 41.2 
St. Louis & Cairo....: .... dD. 4.4) 
Wisconsin Central . ...... 158,082 s 49.2 
First week in April: 
Chieago & Alton.... ...... $133,112 I. 24 
Chicago & Eastern Illinois. 28,€73 D. 16.5 
Chi. & Grand Trunk ..... 60,014 1. 14.8 
Chi., Milwaukee & St. I 463,¢00 & 24.8 
Chicago & Northwestern. 427,700 4 11.7 
Chi... St. P., Minn. & Om... 108,60 I 27.3 
3 eee ae 219,900 D. 3.9 
Louisville & Nashville .... 253,935 I. 45 
Mo. Pacific lines......... é 614,005 I. 18.5 
Northern Pacific... ....... 174,600 4 66.1 
St. L. & San Francisco..... 65,223 56,757 I. 14.6 
St. P., Minn. & Manitoba.. 214,000 138,328 I. 58.3 
Second week in April: 
Denver & Rio Grande..... $139,400 $127,100 i. 0.7 
Den. & R. G. Western..... ee ree 
Hannibal & St. Joseph..... 46,200 33,200 T. 8,000 209 
St. L & San Francisco.... 61,900 51,900 I. 10,000 19.3 
* Deficit. 
Grain Movement. 


For the week ending April 8, receipts and shipments of 
grain of all kinds at the eight repurting Northwestern 
twarkets and receipts at the seven Atlantic ports ave been, 
in bushels, for the past six years : 

North- 
western 


—-Northwestern shipments.—— Atlantic 












receipts. Total. By rail. P. ce. by rail. receipts. 
1877 .....1,958,962 1,778,463 sioke eae cane 2,430 109 
1878.....3,997.045 3,174,725 962,520 29.2 3,937,425 
1872... ..2,566,299 3,076,437 ee aoa anes 4,629,678 
1880... . .3,486,821 7.730.317 1.678.295 21.8 5,371,029 
1881.....3,643.139 2,727,023 2,358,22 86.6 3,318,477 
1882. 2,394,248 2,911,494 1,394,952 47.9 976,229 
1883... ..3,651,234 2,251,783 1.912.888 85.0 2,696,168 


Thus the receipts for the Northwestern markets for the 
week were 50 per cent more than last year, but about the 
same as in 1881, and were exceeded in 1878. Compared 
with previous weeks of this year there is an enormous de 
crease, and the receipts are the smallest since the first week 
of February, and they are 1,915,000 bushels (35 per cent.) 
less than the average iu March. 

The shipments of these markets of the week were smaller 
than in any corresponding week since 1877, and were 
660,000 bushels (23 per cent.) less than last year. Last 
year, however, and also in 1480 and in 1878, lake shipments 
began in this week, and the rail shipments were larger this 
year than inany otherexcept 1881. The shipments have 
been as small but once before this year. 

Of the shipments this year 338,895 bushels (15 per cent.) 
went down the Mississippi. 

The Atlantic receipts for the week were nearly three times 
as great as in the corresponding week of last year, but were 
exceeded in all the other years since 1877. They were, too, 
787,000 bushels less than the week before, and the smallest 
for seven weeks. 

Of the decrease of 1,067,500 from the previous week in 
Northwestern receipts, 505,000 was at St. Lonis, 184,000 at 
Detroit, 160,000 at Toledo, and 150,000 at Chicago, and only 
4,000. This may indicate that the grain is not going for- 
ward from interior points by rail, but rather to Lake Michi- 
gan to be forwarded by lake. 

The decrease in Atlantic receipts is pretty well distributed 
among the several ports. 








The exports of Atlantic ports for the week to April 9 for 
three years have been : 


1881. 1882. 1883. 
ENN. fy lunches aux, <i Ade 88,524 50.047 107,886 
MR URGE iobcs sin vaca ebascnceves 4,099.38: $80,262 2,825.952 


This the exports, though three times as great as last year, 
were 2614 per cent. less than in 1881. 

San Francisco shipments for the nine months of the Cali- 
fornia crop year from July 1 to March 31 were as follows, 
wheat in bushels and flour in barrels, flour being reduced to 
wheat in the totals: 


1882-83. 1881-82. Ine. orDec. P.c. 

era 818,593 626.803 I. 191,790 31.4 
Wheat:.:..... ........22,276,438 30,307,980 D.8,031,542 6.5 
Total, busliels. ..26,369,403 33,441,995 D.7,072,542 26.5 


The shipments to British ports included 
the flour and 91.8 > d cent. of the wheat. 

Shipments of Cali ornia barley by sea for the nine months 
of the crop year were 194,897 centals, against 84,011 cen- 
tals the previous year, an increase of 110,886 centals, or 
123.7 per cent. Shipments overlund for eight months to 
Feb. 28 were 10,257 centala. 


Coal. 


Coal tonnages for the week ending April 7 are reported as 
follows : 


60.4 per cent. of 


1883 1882.. Inc. or Dec, Pe. 
Anthracite ............... 382,736 396.118 D.13,382 3.4 
Semi-bituminous.. ....... 111,806 73,972 I. 37,834 651.1 
Bituminous, Penna...... 64,087 55,244 I. 8,848 16.0 
Coke, Penna............. 52,081 54,729 D. 2.648 4.8 


The anthracite market is dull, and all the companies are 
said to be increasing their stocks at tidewater con- 
siderably. 

There is much rivalry between the Clearfield and Cumber- 
land operators, and contracts are said to have been taken at 
a loss, that is, if no concessions are made in rates by the 
railroads. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending April 7 was : 





Coal. Coke. Total. 

From line of road. .129,216 47.818 177,034 
Received from other roads... 36,836 4.265 41.099 
Total. 166.052 52,081 218,138 


The total tonnage this vear to April 7 was 3,225.979 tons: 
1882 to same date, 2,943,544 ; increase, 282,435 tons. or 
9.6 per cent. 

Anthracite coal tonnages for March and the three months 
ending March 31 is reported by Mr. John H. Jones, Official 
Accountant, as follows, the statement including the entire 
production of anthracite coal, excepting tbat consumed by 
employ¢s, and for steam and heating purposes abcut the 
mines, 

—-——~-March. -—--- 


—--Three months. --- 
1883 1882 1883. 1882 


Phila, & Read.... 536.488 491,933 1,477,142 1,264,587 
Lehigh Valley... 509,03% 445,326 = 1.242.027 —- 1.142.295 
Central. of N. J.. 366.061 313.372 950,874 806,890 
De}]., Lack. & W.. 371,132 348.285 1,018,019 900,741 
Del. & Hud.Canal 
SR ae 267,799 253,416 716,386 663,156 
Penna. R. R..... 188.578 144,494 515,896 446,517 
Penna. Coal Co.. 105.592 97,284 298,897 260,309 
N.Y.,.L.E.& W. 30,801 3,932 76,010 46 418 
Totel.......2,275,512 2,108,042 6,389,251 5,530,913 


The Lehigh Valley tennage includes the production of the 
mines of the State Line & Sul'ivan Co., amounting to 6,643 
tons in March, 

fn addition there were 39,914 tons transported from 
mines by the Delaware & Hudson Canal Co. during March, 
which is included in tonnage of other interests. 

The stock of coal on hand at tidewater shipping points, 
March 31, 1883, was 598.192 tons: on Feb. 28, 575,695 
tons: increase, 22,497 tons, or 3.9 per cent., during the 
month. 

The increase for the mionth w is 267,470 tons, or 12.7 per 
cent., a'l the companies showed gains. The increase for the 
three months was 858,338 tons, or 15,5 per cent., all the 
companies having gained in tonnage for the quarter as well 
as for the montb. 

Chicago coal receipts for the eleven months from May 1 
to March 31 were as follows: 








——Anthracite.—— —-Bituminous.-—- 
1881-82. 1882-855. 1881-82. 
fee 595,161 274,908 284.421 
Be PU eke nice: cd<0 423,514 2,460, 280 2.014.277 
ee 1,040.600 988,675 2,735,188 2,293,708 
Per cent. by rail... 39.5 42.8 89.9 87.6 


The total increase in anthracite was 51,925 tons, or 5.3 
per cent.; in bituminous, 436,480 tons, or 19.0 per cent. 
Coke is included in bituminous coal. 

The coal tonnage of the Chesapeake & Ohio Railroad 
for the three months to March 31 was: 





1882. Increase. P.c 
195.564 26.287 13.4 
25,968 21.2 
229.532 31.787 143 


The coal tonnage this year included 8,264 tons cannel ; 
29,131 tons splint and block; 81,134 tons gas coal, and 
104,322 New River and miscellaneous coals. 

The Colorado Coal & Irun Co. shipped 48,443 tons of coal 
and 10.376 tons of coke f10m its mines in March. 

Cumberland coal tonnage for the week ending April 14 
was 43,536 tons; total tonnage this year to April 14 was 
546,239 tons. The Chesapeake & Ohio Canal is now fully 
open. 

“7 statement compiled from the returns made to the 
Secretary of Internal Affairs of Pennsylvania gives the 
production of bituminous cecal and coke in that state in 
1882, as follows: Ceal, 20,694,110 ; coke, 3,216,544 ; total, 
23,910,654 tons. The counties showing the largest produc- 
tion of bituminous coal were: Allegheny, 4,033,548; West- 
moreland, 3,903,341 ; Fayette, 2,971,126: Clearfield, 
2,872,588; Tioga, 1,157,106; Cambria, 880,024; Wasbing- 
ton, 864,536. No other county reports over 500,000 tons. 
‘The chief coke-producing counties were: Fayette, 1,764,585; 
Westmoreland, 1,075,305 tons. The coke reported from 
other counties is small in quantity. 


Rates on Railroad Equipment to St. Paul. 


Commissioner George L. Carman gives notice that the fol- 
lowing rates have been agreed to by all lines in the 
Northwestern Traffic Association for the transportation of 
new equipment, to apply on shipments made during 1883, 
the new rates taking effect at once: From Chicago, Engle- 
wood, South Chicago, Washington Heights, Blue Island, 
Joliet, Seneca, and Peoria to St. Paul and Minnesota Trans- 
fer and also to Minneapolis, locomotives and tenders on their 
own wheels, $65 each; extra tenders on their own wheels, 
8 cents per mile: sleeping-cars not intended for use of road 
hauling them, 10 cents per mile; passenger, mail, baggage 
and express cars, 6 cents per mile; freight, box, stock and 
caboose-cars, 5 cents per mile: flat and coal cars, 4 cents 
per mile. Passenger equipment hauled in passenger trains 
will be charged 50 per cent higher than the above rates. 

Mileage from Chicago, Englewood, South Chicago, Wash- 


ington Heights, Blue Island, Joliet, Seneca and Peoria to St. 
Paul and Minnesota Transfer 409 miles, and to Minneapolis 
420 miles. It should be understood by shippers and con- 
signees that the above rates are made by mutual consent of 
all the lines represented in this Association. 


Kansas Passenger Rates. 


A meeting of general passenger agents of Kansas roads 
was held in Kansas City, Mo., April 10, which was de- 
voted to a general readjustment of passenger schedules, 
made necessary by the new law, which limits the rate of 
fare to 8 cents per mile on all railroads in that state. 


Free Transportation of Seed Grain. 


Mr. W. M. Sage, General Freight Agent of the Chicago, 
Rock Island & Pacific has issued another circular to agents 
regarding the transportation of seed grain free of charges. 
He requests them to observe the following conditions, under 
which this compeny agrees to grant free transportation for 
this seed : 

‘*It must be distinctly understood that the grain shall be 
bought for seed only and sold for that purpose at cost price, 
including a reasonable allowance for the expense of obtain- _ 
ing and distributing the same. The grain must only oe dis- 
tributed to farmers contiguous to the lines of the Chi 
cago, Rock Island & Pacific Railway, in order that the pro- 
duct from the seed may find its natural outlet to the market 
via this line. Agents are expected to satisfy themselves 
that the grain is placed in the hands of the proper parties. 
‘The seed must be billed and charges collected at full tariff, 
and after the distribution is made the party to whom this 
business has been intrusted should furnish agents with the 
paid expense bills, accompanied with certificates from the 
farmers showing quantity received and amount paid for 
same. The quantity of seed, as shown by these certificates, 
should agree closely with the quantity originally purchased 
as shown by expense bills, though possibly some grain may 
be rejected as unfit for seed. After assuring themselves that 
no unfair advantage has been taken of the company in 
transacting this business, agents may forward to the General 
Freight Agent these expense bills and certificates, accom- 
panied with statement from the agent showing that all con 
ditions above stated have been complied with, and then the 
amount as shown on the bills will be rebated to the parties 
holding the bills.” 


Black Hills Freight. 


A meeting was held in Milwaukee, April 10, of officers of 
the Chicago, Milwaukee & St. Paul, and the Chicago & 
Northwestern roads, and of the stage lines running up the 
Missouri River from Fort Pierre and Chamberlain, Dakota 
The purpose of the meeting was to decide upon the joint 
railroad and stage line freight rates to points west of the 
river. There were present H. C. Wicker, Traffic Manager 
Northwestern; A. C. Bird, General Freight Agent of the St. 
Paul, and Captain R. Blakely, President, and C. W. Car 
penter, Secretary of the Northwestern Stage Transportation 
Co. The following rates to the Black Hills points were de 
cided upon for freight from Chicago and Milwaukee or ad- 
jacent points: To Rapid City, $3.25 per 100 lbs.; to Fort 
Meade, $3.35; to Deadwood, $3.50; to Crook City, $3.40: 
to Sturgis City, $3.35; to Central City, 88.60; to Spearfish, 
$3.50; to Lead City, $3.65. 

The Pass Agreement. 

The following is a summary of the new agreement in rela 
tion to the issue of passes as adopted at the Chicago meet- 
ing: 

i. The issue of free passes to wwerchants in Chicago, Mii 
waukee or St. Louis, to be forwarded by them to their coun- 
try customers, shall be entirely discontinued. . 

2. The roads shall withdraw their books of passes from 
Missouri River points and entirely discontinue the practice 
of allowing their general agents to furnish free passes to 
merchants at all points east and west. 

3. The object of this agreement is to entirely discontinue 
the issue of tree or reduced transportation for the purpose 
of controlling or influencing the movement of freight traflic, 
it being understood that each road, throngh its president, 
vice-president or general manager, may exercise its own 
judgment wit reference to furnishing free transportation 
to promote local interests on its own line. 

4. The issue of 1,000-mile tickets at 2 cents per mile shall 
continue in force, but such tickets shall pot be sold by any 
road excepting upon the written recommendations of the 
General Freight Agent, or bis duly authorized representa- 
tive. 

5. The rules and regulations now in effect governing the 
passage uf persons in charge of live stock shall remain in 
force until they are changed by mutual consent, and such 
persons shall be returned free in the following manver: Live 
stock contracts shall be surrendered, in plece of which a 
special form of return drover’s ticket shall be issued. The 
form of this ticket shall be that now in use by the Chicago 
Burlington & Quincy and Chicago & Northwestern com 
panies, with the addition that such ticket be so limited as to 
require the person to whom it is issued to commence its use 
for a continuous passage within the 24 hours after the date 
of its issue. ; 

6. Parties in charge of rolling stock shall be passed in 
both directions; provided, that one man only shall be 
passed with each locomotive. - : 

7. Authority to issue passes for commercial purposes is 
withdrawn from the division officers of all grades, and all 
transportation covered by this agreement shall be issued by 
the General Manager, or the head of the freight department: 
provided, also, that division officers, general agents,or other 
like officers shall be prohibited from procuring passes over 
any railroad for the use of persons engaged in commercial 
business. ; 

8. This agreement shall be binding upon the roads in all 
territory where two or more of them bave a common inter 
est; provided, however, that in territory where other roads 
are located or interested, and such roads are not, or decline 
to be governed by the terms of this agreement, then the 
parties hereto thus affected shall be at liberty jomtly or by 
agreement among themselves to act in such cases as in their 
judgment the circumstances may require. _ 

9. Tbe rules of the Southwestern Railway, Colorado 
Traftic and Iowa Trunk Line associations relative to the pas 
sage of men in charge of stock, emigrants’ movables, etc., 
west bound are adopted, with the exception that no return 
passes will be given to menin charge of live stock west 
bound. : 

10. The pass agreement of Dec. 27, 1882, will be con 
tinued in force until December, 1882; provided, that avy 
party will be at liberty to withdraw on giving 30 days’ 
written notice. Any party violating the agreement sbe!l 
pay £50 for the first offense, $100 for the second, and $500 
for the third and each subsequent offense, the money to be 
paid to the party or parties proving the charge, it being 
understood and agreed that the arbitrators shall act as a 
court to decide such cause. 

It was resolved that the roads report to the Arbitrator, 
not later than May 1, anv passes or tickets at variance with 
the pass agreement, and in the case of any found not re- 
ported the road at fault shall be subject to the prescribed 








penalties. 











Fast Freight to Montreal. 


The freight lines running over the New York Central road 
are now sending cars to Montreal by way of the Utica & 
Black River road to Morristown, where they are transferred 
across the St. Lawrence to Brockville, and taken over the 
Canadian Pacific to Montreal. 





ANNUAL REPORTS. 
The following is an index to the annual reports of railroad 
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Utah Central. 





This road extends from Ogden, Utah, to Salt Lake and 
thence to Frisco, 280 miles. The present company was 
formed in 1880 by the consolidation of the Utah Central, 
the Utah Southern and the Utah Southern Extension, and 
is controlled by the Union Pacific. The report is for the 
year ending Dec. 31. 

The bonded debt consists of $1,000,000 Utah Central 6 
per cent. bonds; $1,950,000 Utah Southern 7 per cent. 
bonds, and $1,950,000 Utah Southern Extension 7 per cent. 
bonds; a total of $4,900,000, with a yearly interest charge 
of $333, 000. The capital stock is $4,225,000. 

The earnings for the year were as follows : 














1882. 1881. Inc. or Dec. P. ¢. 

Freight...... ... $1.170.472 $967,312 I. $203,160 21.0 
Passengers...... 308,840 237.669 I 71,171 29.9 
Mail, etc......... 52,174 71,824 D 19,650 27.3 

pees $1,531,486 $1,276,805 I $254.681 "20.0 
Expenses........ 633,537 537,299 I 96,238 17.9 

Net earnings. . $897,949 $739,506 I $158,443 21.4 
Gross earn. per 

mile .. : 5,470 4,560 I 910 20.0 
Net earn per ° 

ren 3,207 2,641 I. 566 8 8=21.4 
Per cent. of exp. 41.57 42.08 Dd. 0.71 


The road bas had all of the large business between Ogien 
and Salt Lake, and all the traffic of the Utah mining regions, 
and is able to charge high rates on most of its business. 

The income account for the year is as follows: 

Net earnings. ............. 


Interest on bonds 
Permanent improvements 


$897,949 










POV IE Ro isos nevi csncc ce sessen 
886,300 
Surplus for the year........,.. Sain annc asap nNe $11,649 
Balance, Jan. 1, 1882, ............. piatasa Gilia:aceinass iopapatn catia 240,72 
Debts due by the company Ri uaikents otk) npiawascoliyn, emmein ee 499,862 
SS ave en ae, a $752,245 
Debts due to the company. $424,507 
Materials on hand....... 268,119 
Cash on hand, Jan 1, 1883. 59,619 
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The net earnings were sufficient to pay the ‘nian: 6 per 
cent., on the stock and leave a surplus of over $300,000 for 
improvements. 





Kentucky Central. 





This company owns aline from Covington, Ky., to Lex- 
ington, 100 miles, and it leases (and practically owns) the 





Maysville & Lexington road, from Paris, Ky., to Mays- 
ville, 50 miles, An ae from Paris to Livingston, 
about 70 miles, is in progre: 
The ear nings for the year ‘were as follows: 
1882. 1881. Inc. or Dec. P.c 
Gross earnings....... $724,363 $705,127 I. $19,236 2.7 
EXpenseS ..........0¢ 415,090 490,655 D. 75,565 15.4 
Net earnings ....... $309,273 $214472 I. $94,801 44.2 
Gross earn. per mile. 4,829 4,701 I. 128 2.7 
Net 2.062 1,430 I 632 44.2 
Per cent. of exps. .. 57.50 69.60 D RE ss cass 


The result of the year was as follows: 


Net earnings, as above $309,273.07 


TN, ose. enbantntsdbeegddacwiansencia $20,412.29 
Rental of Maysville & Lexington road. 28.000.00 
SUMOPOUE OR BONNE 565nc,. cnccinnssinnceues © 130,630.00 


179, 042.29 29 


Balance. surplus for the year 


President Ingall’s report says; ‘‘The rebuilding of the 
line which was in progress at the date of the last report has 
been continued, The track between Covington and Lexing- 
ton has been brought into very fine condition, except its 
bridges, and those are being rebuilt with new masonry and 
iron superstructure. 

“The Maysville Division bas been largely improved, andis 
in condition to do all business that may be afferded. The 
equipment has been improved, ane additions made in order 
to be ready for the increase of tratlic that is expected from 
the extension. Work ov the latter is progressing very well. 
The board hope to open tle line from Paris to Richmond by 
daly 1 next, and the balance of the line later _in the year. 
Finding that the extension into and through Richmond in- 
volved a larger outlay, your board thought it best to lease 
or purchase of the Louisville & Nashville road its Richmond 
Branch, so called. Negotiations were opened and resulted 


lin the lease of this branch for 99 years from ‘Jan. 


1. 
1883, for $24,000 per annum, with aright to purchase at 
any time for $400,000. By this lease the company gets 
what terminals are needed in the city of Richmond, and 
three miles of road that it uses inits extension, and a valu- 
able feeder 81 miles in length. While the road has not been 
profitable hitherto to the owner, it is thought the conditions 
of traffic will be so changed by our extension as to make it a 
good lease to our company. As soon as the line is completed 
to Richmond, the gauge will be made standard (it is now 5 
ft.) and it will be® <operated as a branch of the main line. 

** By the Treasurer’s report it will be seen that the gross 
earnings have been $724,363 and the net earnings $309,27: 
After paying interest and taxes, the net profit for the year 


was $130,231, about 21¢ percent. onthestock. As the 
company was selling bonds to build new road, it was not 


deemed advisable to divide this, and it was carried to the 
profit and loss account. 

* Duri ing the year the preferred stock outstanding, 
amounting to $500,000, has been called in at par and can- 
celed. It is with gratification that the board call your at- 
tention to the peculiarly strong financial condition of the 
company. 

*“* There is $188,776.22 due on current accounts. To meet 
this the company hasin cash $217,941.40, and there was 
due it on call $585,841.67, and on varions accounts over 
$90,000. Since the close ‘of the year your directors have 
sold 1,702 of the consolidated bonds at 95 and interest, thus 
obtaining funds sufficient to pay the $780,000 of old 7 per 
cent. bonds falling due March 1 next, and leaving a balance 
sufficient to complete the extension. The company still has 
unsold $564,000 of the consolidated bonds. 

“ The fixed liabilities of the company after the current 
year will be as follows: 


Interest on consolidated bonds, $6,036, 000 at 6 per cent. $362,160 
Interest on $400,000 of May sville Div. 7 per ceut. bonds. 28,000 
Interest on $220,000 old 7 per cent. bonds, due in 1855. 15,400 
Rental of Richmond Branch,.............06.:c00eseeeeees 24,000 
$429,560 

**To pay this we estimate will require one million of gross 
earnings. 

“For the ae year the earnings have been, on 150 miles 
of railway, $724,363, requiring an increase to meet the 
above pe iB of nearly 40 per cent., while the increase in 
mileage will be 663 per cent. As the new line is through a 
fine country for local traffic, nearly all of which will go 
over a large portion of the old line, it would seem that more 
than the required increase might be expected from the local 
business alone. [n addition to this, a large through traffic 
is expected from the connection with the East Tennessee, 
Virginia & Georgia system.’ 


Total 





St. Louis, Vandalia & Terre Haute. 

This company owns a line from the Illinois state line, 
near Terre Haute, Ind., to East St. Louis, 158.3 miles. It is 
leased and worked by the Terre Haute & Indianapolis Co., 
ata rental of 30 per cent. of the gross earnings. The report 
is for the year ending Oct. 31. 

The equipment consists of 38 locomotives; 14 passenger, 
8 baggage and 2 express cars; 823 box, 308 stock, 100 flat, 


253 coal, 89 gravel and 21 caboose cars; 14 service cars. 
The general account is as follows : 

NN as. pax 'a 5. dbtend Seabee CHAD RINSE. $2,383,015.70 
NID Soo iininics wdcndcdnede bin essebh nan 1,544,700.00 
NN i hincecittabe aeeubeasenddsinnet saree 4,499,000 .00 
NE IEE OU cos dcncvevesascnecne pees 93,415.00 
Due lessee for construction, ete ........... ceeeecee 17,947.73 
Income account, balance... ............e000 eeveeee 19,368 .35 


ks tasers des coasksine 
Road and equipment. . 
Due by lessee, ete 
Cash 


CT a ee $8,5 557, 557.446.78 78 
. $8,338.210.75 
216,081.26 
3,154.77 


8,557.446.78 
The funded debt consists of $1,899,000 first-mortgage 7 
per cent. bonds and $2,600,000 second-mortgage 7 per cent. 
bonds. The interest charge is $314,930 yearly. 
The traffic for the year wasas follows: 














Train miles, 1881-82. 1880-81. Inc. or Dec, P.c 
Freight er 930.386 907,126 I. 23,260 2.6 
i eee 437,501 469,043 D. 31,542 6.7 
Otber .. 82,125 103,331 D. 21,206 20.5 

MRD Si caicwecekes 1,450,012 1,479,500 D 29 483 2.0 
Passengers carried 303,689 305,279 D 1,590 0.5 
Passenger-miles... 18,311,812 19,161,449 D. 849,637 4.4 
Tons f’ght carried 1,126,799 1,066,031 I. 60,768 5.7 
Ton-miles........ 115,982,845 107,089,535 I. 8,893,310 8.5 

Average train lead: 

Passengers, No.. 42 ae 1 2.4 
Freight, tons...... 125 118 I 7 59 
Av. receipt: 
Per rE assenger- mile 2.353 cts. 2.217 cts. I. 0.136 ct 6.1 
: net. 217 * lll es i 
Per ton-mile....... 0.877 ** 0.934 * D. 0.057 * 6.1 

- ” net.. 0.190 * 0.095 * I 0.095 *“* 100.0 
*Loss. 

The average earnings per train-mile were 116.7 cents; 
expenses, 86.8 cents; net earnings, 29.9 cents. 

The earnings for the year were as follows: 

1881-82. 1880-81. Inc.or Dec. P.c. 
ey oor ..$1,017,741 $1,000.505 I. $17,246 2.7 
POGROTIBCTS « occ ces cece 430,862 424,777 6,085 1.4 
Mail, etc..... ee 147,512 140,233 I 7,279 5.2 

| Cece $1,596,125 $1,565.515 I. $30,610 ‘19 
Expenses........... 1,187,560 1,376,941 D. 189,381 13.5 

Net earnings $408,565 $188,574 I. $219,991 1 16.7 7 
Gross earn. per mi ile . 10,083 9,890 193 1.9 
Net " 2,581 1,191 i. 1,390 1167 7 
Per cent. of exps.. 74.40 87.95 D. 13.55 


The gain in earnings was largely due to the increase of 
local business, but partly also to the improvement in rates 
on through passenger traffic. There was a slight decrease in 
local rates on passenger business. 

The income account was as follows: 

Rental, 30 per cent. of gross earnings $478,837 .65 


Ic ora nals Ci Uhis cade he Knee. srw ale bin aa'e $314,930.00 
Expenses of organization.. ........ ... , 107.15 
— including arrears of previous 
a Re er eee 52,413.15 
Debit ‘bainace, S66. BE, Bas 000 seuss 91,018.99 
——-—_ $459,469.30 
TO CO, OE AOE soi oid osc wensiuantesssavens $19,368.35 


The net earnings of the road being $408,565.40 and the 
rental paid $478,837.65, the loss tothe lessee for the year 
was $70,272.25, against $281,080.15 for the previous year. 

During the year 255 miles of new sidings were laid, mak- 
ing the whole length of sidings 40.26 miles. There were 
12.91 miles of track relaid with steel rails, making 104.08 
miles now laid with steel, and 54.22 miles with iron rails. 
There were 67,762 new ties laid and 26.63 miles of track 
ballasted with’stone or gravel. Some additions were made 
tothe fencing. Six new locomotives were added to the 
equipment and more are still needed. 
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Atchison, Topeka & Santa Fe. 





The report of this company for the year ending Dec. 31 
last shows that at the close of the year the company owned 
and controlled in all 2,620.70 miles of road, of which 23.42 
miles are in Missouri, 1,364.76 in Kansas, 282.10 in Colo- 
rado, 580.08 in New Mexico, 20.15 in Texas, 87.78 in Ari- 
zona and 262.41 miles in Sonora, Mexico. These properties 
for purposes of operation are divided into systems, namely: 

I. The parent line and its auxiliaries, called the ‘‘Atchison 
System,” with a mileage in Missouri, Kansas, Colorado, New 
Mexico and Texas of 1.820.47 miles. 

II. The ‘‘Southern Kansas System,” 
sas, of 398.58 mniles. 

III. The “Sonora System,” lying in the Territory of 
Arizona, and in the State of Sonora, Republic of Mexico, 
350.19 miles, 

1V. The lines owned jointly with the Union Pacific Rail- 
way, 102.92 miles, half mileage, 51.46 miles. 

This report, as in previous years, treats of the operations 
of the parent line, called the *“Atehison System ;” but record 
is also given of the results arising to the Atchison Co. from 
the operation of the three additional systems belonging 
to it. 

The mileage in detail is as follows : 


all situated in Kan- 


I, ATCHISON SYSTEM: 
Atchison, Topeka & Santa Fé: 
Atchison to western boundary of Kansas... ......- 
Kansas City, Topeka & Western: 
Kansas City to Sepeke 
Pleasant Hill & De Soto: 
Pleasant Hill, Mo., to Cedar Junction, Kan 
Kansas City, Emporia & Southern: 
Emporia to Howard, Kan .............ccecceccees 
Florence, Eldorado & Walnut Valley: 
Florence to Douglas, kan 
Marion & McPherson: 
Florence to Fllinwood, Kan 
Wichita & Southwestern: 
Newton to Arkansas River. 
Mulvane to Caldwell . 
Sedgwick Junction to Halstead 


Miles. 

470.58 
66.32 
44.89 
76.05 


53.59 


98.61 


76.16 
40.05 
9 


128.10 
Pueblo & Arkansas Valley: 


Kansas state line to South Pueblo 
South Pueblo to Rockvale................... 
La Junta to New Mexico line... 





New Mexico & Southern Pacific: 
New Mexico line to San Marcial. .. 
Santa Fé Branch 





Rio Grande, Mexico & Pacific: 
San Marcial to Deming....... 
Rincon to Texas state line 


Viweusiece ee 
186.08 


20.15 


Rio Grande & El Paso: 
Texas state line to E] Puso 
New Mexican Railroad: 
Las Vegas to Hot Springs......... 
Dillon Junction to Blossburg 
San Antonio to Carthage 


21.91 


OO DOOR IEE oisies bass cndiicxcceeseak 4né% 1,$29.47 

Kansas City, LAWRENCE & SOUTHERN KANSAS SYSTEM : 

Kansas City, Lawrence & Southérn Kansas : 
Lawrence to Coffeyville. 
Cherryville to Harper ......... 
Olathe to Ottawa Junction. 
Wellington to Hunnewell. 


I. 





Kansas City & Olathe Railroad : 
Ottawa to Waseca Junction. . 
Ottawa & Burlington : 
Ottawa to Burlington... 





Total Southern Kansas System 
Sonora SYSTEM : 
New Mexican & Arizona Railroad : 
Benson to Nogales (on Mexican Boundary)... 
Sonora Railway : A 
Nogales to Guaymas (Mexico) 


398.58 
Ill. 


a 


87.78 
262.41 
250.19 





EOE Mere CT TTC OR 
. OWNED JOINTLY WITH THE | UNION Pac IFICc RAILWAY Co: 
Manhattan, Alma & Burlingame Railway : 
Burlingame to Manhattan. . 
Leavenworth, Topeka & Southwestern Railw ay: 
Leavenworth to Meriden .... 


Totai owned jointly 


The equipment consists of 348 locomotives, 105 passenger, 
2 chair, 35 emigrant sleeping, and 70 baggage, mail and 
express cars; 4,364 box, 717 combination, 901 stock, 925 
flat, 2,351 coal ak 113 caboose cars; 3 officers’ cars, 2 pay 
cars and 19 road and service cars. The company a also owns 
one-half interest in 22 Pullman sleeping cars used on the 
road, 

The general account, condensed, is as follows: 


AE Ere 
Dw inecc Sicnwenssdees cvniecen cecennonsees 
DRE CNIO, GIG ooo oi oo cic en cic sines seesgecdcese 
Dividends unclaimed 2nd February dividend 

Balance of suspended accounts.............-..+++- 
Land grant and land income trusts....... 


356.913.250.00 
25,241,500.C0 
756,423.81 





Vouchers, pay-rolis and accounts........ .-...++- 1,623,645. 
I Is cincuciccaascieescen ies S. atirantacinnem _ 581,500.60 
Income account, balance. .............cseceseeceers 9,232,345,.32 
MN Siig. o Kocndskoncdssbneeeds »aecbResned $91, 918.7 717.59 
int Coase dene enone snepseenchececinimvars 3 2.2 


Permanent interest in lease’ and auxiliar 'y roads.. 
Sundry securities and investments. ; 
Bonds of leased roads. 
Land accounts. 
Materials and supplies Ss. " 
Accounts and balances...... 
Cash 





2,466, OT 56 
225,883.63 
3.046.391.58 





“91, 918,717.59 


The unsold lands and the bills receivable for lauds sold are 
not included in the assets above. The outstanding bonded 
indebtedness of the leased roads is not charged in the liabili- 
ties of the Atchison Co., as the value of the Atchison Co.’s 
interest in the leased roads, which appears in the assets, is 
exclusive of the value covered by these bonds. 

Additions to stock during the year were $500 exchanged 
for consolidated bonds ; $22,300 fractional certificates: 
$4,712,700 sold for cash an $2 ,356,300 distributed to 
stockholders under circular No. 55; 32 .681,000 exchangrd 
for $5,248,000 stock and $57,000 bonds of the Sonora Rail- 
way; a total of $9,772,800. The amount of stock above in- 
cludes $6,550 fractional certificates. 

The bonded debt was increased by the issue of 25,000,000 
sinking fund secured 6 per cent. bonds, and diminished by 
the exchange of one $500 consolidated bond for stock and the 
payment of $268,000 bonds of various issues from the sink- 
ing funds; a net increase of $4,731,500 during the year. 

The funded debt consists of $7, 641 ,000 first-mortgage 7 

r cent. bonds ; $108,500 consolidated 7 per cent, bonds ; 
$1,123,000 5 per cent. bonds; $3,669,000 sinking fund 5 per 
cent. bonds; $4,996,000 sinking fund 41% per cent. bonds ; 
$4,950,000 sinking fund secured 6 per cent. bonds; all of 
these issues except the first and consolidated bonds bein g 
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secured by pledge of bonds of leased and controlled roads. 
There are also $2,915,500 land grant 7 per cent. bonds and 
$438,500 land income 8 percent. bonds, the principal and 
interest of which are payable from land receipts. The 
yearly interest charge is $1,501,050. 

The company also pays as rental the interest on $11,- 
939.000 leased line b-nds, amounting to $835,730 yearly. 

The contingent liabilities are for $5,484,000 Kansas City, 
Lawrence & Southern Kansas bonds, annual interest 
charge $320,080 ($349.480 from April 1, 1883) ; $690,000 
Leavenworth, Topeka & Southwestern bonds, yearly inter- 
est $27.600; and $4,107,000 Sonora bonds, yearly charge 
$287,490 

The only statements of traffic given in the report are as 
follows : 











Train-miles. 1882. 1851. Inc. or Dee. P.c. 
Passenger........ . ..2,244,992 1.726.127 I. 518,865 39.1 
Freight.... ............3.533,292 3,300,351 I. 232.941 cB! 
Service and switching. .3,089,178 2,322,853 I. 766,325 33.0 

Total....... ......8,867.462 7,349,231 1.1,518.131 20.6 
Passengers, west....... 372.287 264,897 I. 107.390 40.5 
= east........ 353,639 296,966 I. 116,673 49.2 
NG oe oe 725,926 501.863 I. 224.063 44.6 
Tons freight, west....,. 730,528 796,292 D. 65.7 8.3 
- “  east....... 629,277 370,191 IL 259,086 70.0 
os: ib csccntes 1,359,805 1,166,483 I. 193,322 16.6 


Locomotive service cost 20.77 cents per mile run last year, 
against 22.91 cents in 1881. The decrease in west-bound 
tonnage was chiefly in railroad material. 

The earnings of the vear were as follows: 




















1882. 1881. Inc. or Dee. P-e. 
rere $19,537.202 $9,051.623 I. $1,485,579 164 
Passengers. ....... 3,662,575 2,970,698 7 691,967 23.3 
Mail and express. . AT7.629 484.669 D. 7,0°0 14 
Miscellaneous...... 95.889 77.608 I. 18,281 23.4 
Total.........$14,773.305 $12,584,508 I. $2,188,797. 17.4 
Expenses.... 8,6..7,256 8,037,826 I. 599,43) 7.4 
Net earnings..... $6,136,049 $4,546,682 I. $1,589,367 35.9 
Gross earn. per 
WB sisciin xo eins ones 8,138 7,423 «iT. 715 9.6 
Net earn, per mile. 3.280 2.682 I. 698 26.0 
Per cent. of exps.. 58.46 63.87 D. ME cinkibc 


Expenses include taxes, which were $310,595.48 in 1882. 
The average mileage worked was 1,815.40 miles in 1882, 
against 1,695.43 in the previous year. 

The income account was as follows: 


$6,136,048.81 
54,095.86 
220,781.84 
239.165 00 
611,295.35 


$7,271,386.89 


Net earnings, aS ADOVE... ........00 secceee ceecces 
Track rentals, less rentals paid........... .... Pes 
Interest and dividends received.......... 5 

Land trusts, for interest on land bonds..... 
U. 8. and pool balances for previous years 





Total 
Interest on bonds... .. .. 
Sinking funds.... 
Interest on bonds of leased roads... : 
Rent of rolling stock 
Dividends, 6 per cent ... 


$1,361,511.47 
170,524.80 
824,859 80 
25,500.00 
3.324.79°%.50 





Debit balance of profit and loss.... .. 485,333.90 
-———— — $6,193,523.47 
Balance, surplus for the year. ...............665 $1.077,863.39 
Dahan, BOG. BE, WATE co s0k.ccccccncccesccerssescesess 4,154,481.93 
Balance of income account, Dec. 31, 1882..... . $5,232,345.32 


Debits to profit and loss account include $125,000 dis- 
eount on $5,000,000 bonds sold, and $2,356,350 for addi- 
tional capital stock distributed to subscribers under circular 
No. 55. Credits include $1.913.145,02, balance from 1881 ; 
$75,352.50 premium on $591,000 branch line bonds sold, 
and $6.518 58 for sundry profits, leaving a debit balance of 
$486,333.90, which was transferred to income account. 

The expenditures for new construction, improvements, 
etc., during the year were as follows : 
Improvements of road, bridges and buildings. . . 
New equipment... . 
Addition and improvements to leased lines....... ; 


$2,202,773.29 
2.036,262.56 


1,506,738.93 


Construction of new lineS,. = ..... seen neesee- cece 2,665,677.09 
Coal property, CC........-cecccescscccne socecee aoe 282,492.57 
Total additions to property,........ ... .... $8,693,944.44 


The new equipment bought included 97 locomotives ; 16 
passenger, 10 emigrant sleeping, 4 baggage and mail and 6 
baggage and express cars ; 575 freight cars. There was 
also purchased one-half interest in four Pullman sleeping 
cars. 

NEW ROADS BUILT. 


The new road built during the year was as follows: 


In Kansas: ' f 
Harvey County Branch, Sedgwick Junction to 


ee eee ae ++ +e. 8.890 
Kansas City and Olathe, Waseca to Olathe........ 14.105 — 
—-— + 22.995 
In New Mexico: : 
New Mexican R. R., San Antonio to San Pedro 
GUE << > pi-nocentntdnind aeeeaaine aah peiceeeces 9.637 
New Mexican R. R., Las Vegas to Hot Springs.... 6.340 
- ** — Dillon to Blossburg........... 5.935 
——-_ 21.912 
In Arizona: 
New Mexico & Arizona, Benson (Southern Pacific R. R.) 
Od TRG ORTOE, Clk TOMOTR TRB ea. 5oic 5s vcs: cnsescses-ceces 87.780 
TB waitin <si0 2 <cctaceendendian gmeatdickekstsinnsdhewen 132.687 


A second track was built between Kansas City and Argen- 
tine, 4.1 miles, making a double track between those points. 


. LAND DEPARTMENT, 


The operations of the Land Department during 1882 were 
as follows: 189.830 acres were sold at an average price of 
$4.71 per acre,for the sum of $893,842.61. The cash 
receipts of the department during the year were $S89,- 
770.06. The expenses of the department were $123,576.41, 
the taxes $110,170.48, making total disbursements for the 
year $233,746.89. The net results of the operations of tbe 
year were therefore $656,023.17. Of thisamount, $239,165 
was used in payment of interest on land bonds, $5,577.79 
for sundries account of the trusts, leaving a surplus for the 
year of $411,208.38, which will be used in connection with 
the land trusts in the repemption of bonds, etc. 

The total receipts of the Land Department up to Dec. 31 
last were $5, 126,989.04; expenses and taxes paid, $2,102,- 
849.19; leaving a balance of $3,024,139.85, applied to 
payment of interest and principal of land bonds, etc. 

‘The land-grant and land-income bonds outstanding Dec. 
31 were $3,354,000. The assets of the Land Department at 
the same time consisted of $373,005.21 cash; land contracts 
amounting to $1,564,092.88, and 1,582,699 acres of land 
unsold. 


KANSAS CITY, LAWRENCE & SOUTHERN KANSAS. 


The total mileage of this road at the close of 1882, as 
shown above, was 398.58 miles, an increase of 14.10 miles 
during the year; the average mileage worked was 392.70 
miles in 1882, against 373.92 miles in 1881. 

The equipment consists of 24 locomotives; 15 passenger 





and 10 baggage, mail and express cars ; 226 box, 45 com- 
bination, 150 stock, 140 flat and coal and 11 caboose cars ; 
1 wrecking car, 52 hand and 52 rubble cars. 

The Land Department reports receipts from land sales 
for the year, $53,205.98: expenses and taxes, $4,595.40 ; uet 
receipts from land, $48,610.58. 

Charges against construction account for the year were 
$30.789.72, for improvement of road, bridges, etc. 

The general account, condensed, is as follows: 


Add w:h ne esoumdadinn odbueeek oc cos biased wheel $3,759,900.00 

ME Gsreccsutams: Sccioeataes sbasinchatavseoee .» 4,984,000.00 

ROI BRO RI son ois si se sce cscasccicyccsese 440,605.42 

Canceled bomd Qcecount.. 2.020.006. ccccdccccoccotcece 45.000.00 

Income account, balance........ .....0000 css sees 167,169.41 
EDS inbatotin sacs: Obicahermmeene anodes $9,396,674.83 

Road andequipment. .... ......... 8,850,064.35 

Other investments, sinking funds, ete 186.736.25 

MIN Sos cceeane. +28 “Souisdoy ace see) = 107,260.65 


252,513.58 
——-— $9,396,674.83 
The funded debt consists of $2,940,000 first-mortgage 
bonds; $1.796,000 Southern Kansas & Western first- 
mortgage bonds, and $248,000 Sumner County Railroad 
bonds. 
The earnings for the year were as follows: 


Carh and receivables.................. 














1882. 1881. Inc. or Dee. P.c. 
Freight... ......... $932,267  $545.861 $386,306 707 
Passengers. ... 347,058 266,834 a; 80,224 30.0 
Mails, etc ......... 57,379 73.228 86D. 15,849 = =21.7 
ee $1,336,704 $886,022 T. $450,681 50.9 
EXpenses..... 2.00 724,512 548,808 I. 175,704 32.0 
Net earnings... $612,192  $337.215 I. $274,977 81.5 
Gross earn. per 
nee, OPE 3,404 2370 I. 1,034 43.7 
Net earn. per mile.. 1,559 902 I. 657 73.0 
Per cent. of exps.. 54.20 61.94 D. 7.74 


There were used in repairs of track 475 tons of steel rails 
and 58,238 new ties. Repairs of bridges, buildings and 
rolling stock amounted to $141,889. Taxes are included in 
the working expenses. 

The result of the year was as follows : 


Es sae ad teenies Gaxcheleis a svacuwnnd $612,191.94 

Net receipts, Land Department...................00000 48,610.58 

errr ree 9,957.8) 

sik Shas Ode aeAdoudereeends, wie eaee $670,760.32 
RTE OR OE cn onesncda 0 002-arcdeess $331,000.00 
IN aa: Gti cha ieee Gap ci> weemene 48,540.00 
ae nce anwek 22.5°%3.98 
Dividends, 6 per Cent............secccee cove 224,604.00 

—_ ——_ 626,677.98 

Se as os. crignedeneenasceebewscad $44,082 44 


Income account, balance, Dec. 31, 1882... ........ $167,169.41 


The road, including track, bridges, buildings and equip- 
ment, was much improved in condition during the year. 


SONORA SYSTEM. 


The report says : ‘* The lines of road which, for purposes 
of operation, are called the Sonora System consist of the 
New Mexico & Arizona Railroad, 87.78 miles in length, ex- 
tending from Benson Junction, on the Southern Pacific, to 
Nogales, on the Mexican border, where a junction is made 
with the Sonora Railway. This line of road was completed 
late in the vear 1882, and the earnings and expenses to Dec. 
21, which were trifling in amount, were charged out in the 
construction accounts. 

“The Sonora Railway, extending from Guaymas to 
Nogales, 262 41 miles, was completed to the latter point 
on Oct. 25, 1882. 


Earnings from all sources during the year were 


. $213,847 
Operating expenses... ... 


100,081 
$113,766 


‘*During ten months of the year such portion of the 
road as was completed was used in carrying material and 
supplies for constructing the line; and it was impracticable 
so to separate operating and construction expenses as to 
determine accurately the cost of doing the commercial pas- 
senger and freight business, The real expense of opcrating 
has probably b2«n understated in the ace unts above given. 

‘‘ The road 1s now practically completed. although addi- 
tional expenditures are being made in 1883, amounting to 
about $225,000, to meet the rigid requirements of the gov- 
ernment. 

‘“‘ The total amount of cash subsidy in American currency 
earned from the Mexican government on account of the 
construction of the road amounts to $2,570,530. Of this 
amount there has been paid, up to Dec. 31, 1882, the sum of 
$934,710. 

‘* The outstanding first-mortgage bonds ov this property, 
exclusive of $50,000 on deposit with the Monte de Piedad, 
are $4,107,000, bearing interest at 7 per cent., which is 
guaranteed by the Atchison Co. 

‘The capital stock, all of which is owned by the Atchi- 
son Co., is $5,248,000. 

‘The directors now have under consideration the adop- 
tion of «:sonable measures for the devolopment of business 
on this ine.” 

MANHATTAN, ALMA & BURLINGAME, 


This road extends from Manhattan, Kan., to Burlingame, 
56.62 miles, and is owned jointly with the Union Pacific. 
The earnings for the year were as follows : 


Pn GIN i hinds Lasseter scavcens 


ORCINGO STEN POE GG) an kc ces cisivcesssecccasecivecsces 340,880 
ePIC CCE SRO OND 55.05.5060 snksdcnde sccnnosenssewsane 36.830 
Net earnings ($72 per mile)... .....cccscccecssccces $4,050 


The stock of the company is $1,000,000, and the first- 
mortgage bonds $678,000. One-half of the bonds are held 
by the Atchison, Topeka & Santa Fe Co., and $837,300 
— isheld by that company jointly with the Union Pa- 
cific. 

LEAVENWORTH, TOPEKA & SOUTHWESTERN. 


This line, also owned jointly with the Union Pacific, ex- 
tends from Leavenworth, Kan., to Meriden Junction, 46.3 
miles. It was opened for business Nov. 1, 1882. ‘The earn- 





ings for the two montbs to Dec. 31 were: 


Earnings ($143 per mile)...................... 
Expenses (137.2 per cent.).................. 


UB che Gntadligrd’ipsansuapwbated sande iabank. % awasae 
The first mortgage debt of this company amounts to | 


$6,643 | 
-» 0,315 


$2,427 


forward in 1880 and 1881, and during 1882 the work was 
nearly completed. 

“The amounts of these expenditures have been large. 
Their result has been that we have now secured a road well 
constructed and fully equipped, and which, with a large 
and growing country tributary to it, should produce results 
to the stockholders of a permanently satisfactory character. 

‘“* It seems only reasonable to expect that, as the resources 
of the country tributary to the line are developed, the busi- 
ness of the road will show a corresponding increase. That 
these resources are being doveleped is apparent from an ex- 
amination of the east and west tonnage and passenger figures 
tor 1882 as compared with 1881. We carried 224,063 pas- 
sengers, and earned from passenger receipts $691,967 more 
in 1882 than in 1881. In freight tonnage and receipts it 
will be noted that West-bound business increased sufficiently 
not only toreplace the decrease in the transportation of 
construction material for the new lines in the south-west, 
but, with 65,764 less tons, added $276,234 to west-bound 
earnings ; while the east-bound tonnage (which represents 
the producing power of our tributary country) increased 
259,086 tons with $1,209,345 of earnings. 

“‘As the stockholders bave already been informed in for- 
mer reports, we own an undivided half of nearly the entire 
stock of the Atlantic & Pacific Railroad. The St. Louis & 
San Francisco Railway Co. owns the other undivided half. 
At the time of writing this report (March 28, 1883). the At- 
lantic & Pacific Railroad is completed to a point 513 miles 
west from Alvuquerque. 

‘The immediate plan of the Atlantic & Pacific Co. 
is to cumplete its line toa point near the Needles, on the 
Colorado River, 57 miles from its present terminus. At the 
same time the Southern Pacific Railroad is building east- 
ward from Mohave to the Needles. A junction of the two 
lines is expected on or about May 15, 1883. The road has 
been built in a substantial manner, and is well equipped 
with rolling stock and power. Like many other western 
lines built tprough a difficult and unknown country, its cost 
was underestimated; and the first-mortgage bonds, being 
limited to $25,000 per mile, have not been sufficient to build 
and equip the road and meet its interest during the period 
of construction. The amount of money necessary to com- 
plete and equip the line has been furnished in equal 
amounts by the parties owning nearly the entire capital 
stock—the Atchison Co. and the St. Louis & San Franvisco 
Railway Co. 

“Tt is impracticable at this time to say what will be the 
results arising tothe Atchison Co. from the construction of 
this line. There are local interests, particularly on the wes- 
tern half of the road, which are capable of development, 
now that railroad facilities have been afforded. What pro- 
portion of the through business it will secure upon its com- 
pletion remains to be determined. True it is that, all things 
considered—distance, gradients, and seasons—it offers the 
best all-rail route between the Atlantic and Pacific Oceans ; 
and thisis true whether it finds its own way from the 
Needles to the Pacific Ocean or uses the Southern Pacific 
line between those poiuts. 

‘*The Central Division of the Atlantic & Pacific road has 
now been extended from Vinita in the Indian Territory to 
Tulsa on the Arkansas River, a distance of 64 miles. 

‘The responsibilities assumed by the Atchison Co. on 
account of the construction of these two divisions of the 
Atlantic & Pacific are : 

“1. One-half of the loan necessary to complete and equip 
the line. 

“2, A rebate of 25 per cent. of Atchison earnings on busi- 
ness done by the Atchison Co. going-to or coming from the 
Atlantic & Pacific. 

‘These same responsibilities bave also been assumed by 
the St. Louis & San Francisco Company. 

“The following is a brief summary of the entire Atchison 
property as it will be when this report reaches the stock- 
hoiders: A line of road reaching from three eastern termini 
on the Missouri River, Kansas City, Atchison and Leaven- 
worth, to 

‘*1. The best portions of the eastern and southern part of 
Kansas, in which state alone more than half its mileage is 
located ; 

“2 To Pueblo, where for all time it will afford to the 
1,200 miles of narrow-gauge system of the Rio Grande road 
its shortest and cheapest connection with the East; 

“3. At Pueblo it connects also with the standard-gauge 
system of the Rio Grande road for Denver and the country 
tributary thereto ; 

‘4. To Albuquerque, where it connects with the Atiantic 
& Pacific route to San Francisco, etc. ; 

**5. To El Paso, where it connects with the Mexican Cen- 
tral system of 1,500 miles or more, now being constructed ; 

“6. To Deming, where it connects with the Southern 
Pacific route to Southern California : 

“7, To Guaymas, on the Gulf of California, where a not 
inconsiderable business awaits development. 

** Of this 2,620 miles of road, about 1,700 miles are now 
in steel rail. The iron rail remaining is almost exclusively 
on branch roads. ‘The whole road, having all the facilities 
for doing business, is well constructed and in excellent con- 
dition, and possesses an equipment of nearly 10,000 passen- 
ger and freight cars and 448 locomotives. 

“The territory tributary to this road can be more readily 
protected, and is less subject to invasion than that usually 
reached by railroad lines. 

** The company has no floating debt. The stock and bond 
indebtedness of this company, including its land issues and 
deducting its various assets, is reasonable in amount. Its 
ability to earn its fixed charges and dividends has been shown 
in the last two years’ operations. 

‘Thirteen years ago, the Atchison, Topeka & Sante Fe 
Railroad, a line then 28 miles in lengtn, under the same 
general direction which now governs its affairs, asked the 
confidence and support of the Massachusetts public in the 
execution of the projects it contemplated. Through good 
and evil times, that support has always been readily given, 
and that confidence has never been broken: and, as a result, 
those who have followed the fortunes of the company have 
shared in its pros; erity. 

‘*What the future plans of the company shall be must 
largely depend upon the course pursued by its connections 
and competitors. The assurance may be given that every 
prudent measure shall be taken to preserve the property in 
its integrity. 

“The board has recently amended its by-laws, and has 
adopted the two following provisions : 

‘«* All contracts for extensions of this company’s roads, all 
leases of other roads by this company, all purchases of other 
roads or parts of roads by this company, involving more 
than $200,000 annual interest or rental, shall first have the 


$1,380,V00 at 4 per cent.; annual interest charge, $55,200, | approval of the stockholders, or the approval of the board 


for one-half of which, or $27,600, the Atchison Co. is liable. 
It is believed that, with the completion of terminal facilities 
and the development of its business, this line will earn a 
good part of its interest charge. ‘ 


GENERAL SUMMARY. 


The report says : ‘In 1880 the directors determined upon 
a system of permanent improvement of the property, more 
particularly the main line system. This policy was carried 


of directors at a meeting of said board when two-thirds of 
the members ure present and give their written assent 
thereto. 

““* These by-laws may be amended and altered only ata 
mecting of the board where not less than two-thirds of the 
members are present and with the written assent of two- 
thirds of the members.” ; 

“Tn mber, 1882, the office of Vice-President was cre- 
ated, and Mr. A. E. Touzalin elected thereto.” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office, 








Addresses.— Business letters should be addressed and drafts 
made payable to Tok RAILROAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpITOR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting 
progress and completion of contracts for new works or 
tmporiant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
— annual reports, some notice of all of whicr will 

published 





Advertisements.—-We wish it distinctiy understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, —* financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


CAR WHEELS. 


A very little discussion of the construction and en. 
durance of car wheels with railroad managers and 
car-builders soon indicates that these subjects are now 
receiving more attention than perhaps ever before. 
Ata meeting of master car-builders of several differ- 
ent roads held at Buffalo some weeks ago, it was deter- 
mined that those present would make this subject a 
matter of special inquiry, and that they would report 
the results thereof at a subsequent meeting, which was 
held at the same place on April 11, a report of which 
will be found on another page. Several of the master 
car-builders who attended the previous meeting insti- 
tuted careful inquiry and produced reports of the 
number of wheels removed on account of being 
fractured during a period of one month. The 
results are somewhat - startling. The roads 
which reported the breakage of 1,838 wheels in 
a single month have about 54,500 cars, and there- 
fore 436,000 car wheels. At the same rate 22,056 
wheels would be broken yearly on these roads, or a 
little more than 5 per cent. of the whole number. 
At this rate under the stock of cars (667,819), reported 
for the whole United States in the last Poor's 
Manual, 257,000 wheels break in the course of a 
year. It is quite true that this is a very rough 
average, and that the roads which reported broken 
wheels at the Buffalo meeting probably get 
more than the average service per car; but on 
the other hand, the condition of their tracks is better 
than the average, although as an offset to this the 
speed of trains is greater. Probably, for the reasons 
stated, the calculations from the data before us give 
a greater average percentage of broken wheels for the 
whole country than actual statistics could show if 
these were obtainable ; but there is very good reason 
for beliving that the figures approximate so near to 
actual facts as to be a sufficient cause for solicitude. 
It must be remembered, though, that the nature of 
the fracture for which the wheels were removed va- 
ried greatly. There were some with a segment broken 
out of them a foot or two in length ; others were split 
in two through the hub ; and in one case nothing was 
left on the axle but the hub of the wheels. The great 
majority of the wheels removed, however, were 
simply cracked, and remained entire, no piece being 
broken out. What is remarkable, though, is that no 
accidents are reported as occurring from these broken 
wheels. 

It will be interesting to compare with these figures 
the statistics recently published by the British Board 
of Trade of similar accidents for nine months. But 
one failure of a wheel is reported during that time. 
There were, though, 859 failures in the United Kingdom 
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of tires under cars. At thesame rate there would have | the ribs and plates is of course to permit the wheel to 


been 1,145 for the whole year. Unfortunately, it is not 


possible to tell from the report whether this number 


includes all that failed and had to be returned, or only 
those which caused accidents. 


cars of all classes at 444,958, Counting four wheels toa 
car,* this would give 1,779,882 wheels in use, so that 
from the above report, the annual failure would be 
only one to each 1,554 in use or about 6 per cent. 


The proportion of wheel failures, according to these 


figures, is therefore more than 80 times greater on 
American than on English roads. 


[t.it were certain that the figures represented all the | 


wheels and tires which failed on British railroads, 
the comparison with the deduction from the data sub- 
mitted to the Buffalo meeting would be very startling, 
because, as most of our readers know, cast-iron 
wheels are not used at all on British railroads, and all 
of the wheels reported broken which formed the basis 
of our calculations were made of cast-iron. If it can 
be proved that only ;$, of one per cent. of steel and 
wrought-iron tired wheels fail in British roads, where- 
as 5 per cent. of cast-iron wheels fail here, it is high 
time that the cause of this great difference should be 
investigated. If itshould be found that under the 
same condition of service here, steel-tired wheels are 
very much less likely to fail than those made of cast- 
iron it must hasten the general adoption of steel-tired 
wheels very much. As stated before the case is not yet 
proved, but the figures before us indicate that railroad 
men ought to be in very active pursuit of the facts 
in relation to this wheel question. . 

The causes of the failures reported will be very 
interesting. The’ following tabular statement will show 
the relative weakness of the different parts of the 
wheels : 


876 or 47.7 per cent. of the wheels failed in the tread. 

593 * 32.3 ; = a - plates 

173 4 ribs. 

122 3.6 flanges. 
58 ° 3.1 a 5 hubs. 
16 were reported ** broken.”’ 





Of 904 tires, which includes 859 car tires and 45 
engine and tender tires, reported failed by the British 
Board of Trade, 36 broke at rivet-holes, 127 in the solid, 
5at the weld, and 736 split longitudinally or bulged. 

It, of course, would be expected that the point at 
which most of the wheels would fail would be the 
tread. Itis that part on which the weight is concen- 
trated to the surfaces in contact with the rail, and 
where, consequently, the strains have the greatest 
intensity. That over 40 per cent. should fail in the 
plates and ribs, however, indicates that these parts, for 
some reason, are not strong enough. It is, 
surprising that the car-builders 
at the Buffalo meeting should have been led to 
consider the question of the weight and 
strength of wheels for the heavy loads which they 
must carry in the service of the present day. The 
question was pertinently stated at the meeting in the 
form of the old-fashioned single rule of three, thus: 
‘*Tf a 500 Ib. wheel was of the proper strength 
to carry maximum loads of 5,000 Ibs., how heavy should 
wheels be to carry 7,500 or 10,000 Ibs.?” 

But besides the weight the quality of the material 


therefore, not 


and the form of the wheels have a great deal to do | 


with their strength. A good wheel iron must have 
three qualities: it must first have the chilling 
property, and it should have a high degree of tensile 
strength combined with great ductility. Of course no 
cast-iron has each of these qualities in the highest 
degree, but it is a characteristic of some of our Ameri- 
ean charcoal iron that it has both of these qualities 
combined to a degree that no other iron has, 

There can be no doubt, too, of the fact that the form 
of cast-iron wheels has very much to do with their 
strength. That the material of which they are made 
is often subjected to great internal strains from cool- 
ing and contracting is made obvious by the frequency 
of cracked ribs and plates. The present form of such 
wheels seems to have been determined by a sort of rule 
of thumb process, and it would be difficult or impossi- 
ble to prove that it is the best or even a very good 
form. In fact, it would not be difficult perhaps 
to show that the form is a very bad one to resist 
the strains to which wheels are subjected. The 
load rests on the axle, and is in turn supported 
by the part of the wheel below the axle. Now 
if a load of this kind had to be supported ona col- 
umn, no one would give the latter a curved form. 
The successive sectors of the wheel which come be- 
low the axle must, however, act as columns to carry 
the load, but would have much greater strength to 
support it if they were straight instead of being 
curved, as they usually are. The object in curving 





* The average is somewhat greater, owing to the use of some six- 


. Wheeled passenger cars. 


| contract in cooling without straining those parts 
|unduly. That the expedientof curving them accom- 
|plishes its object effectually and satisfactorily per- 


The last report of the | haps few experienced wheel-makers would assert. 
equipment of British railways gave the number of 


| What seems to be needed is some method which will 
| permit a wheel to contract in cooling without strain- 
jing its parts, and which wlil leave the plate or 
|spokes in the form which is strongest to ersist the 
| strains to which it is subjected. 

It is then desirable that some means should be em- 
ployed which will indicate the quality of the material 
of which wheels are made. 

The car-builders at Buffalo seem to have approached 
'the question submitted to them from the wrong end, 
No one would assert that a wheel made of poor 
material should not be heavier than one made of 
strong iron. It would seem as though it would not be 
difficult for a few intelligent car-builders to determine 
and specify the physical and the chemical properties 
which a good wheel iron should have, and devise some 
simple and effective means for testing the iron and 
determining whether it has these qualities. It might 
| then be said how heavy a wheel should be made of 

such material. 

From the figures given in the early part of this ar- 
ticle it might be hastily inferred that it is absolutely 
essential to safety to abandon the use of cast-iron 








| 
' 
wheels for passenger car service, and possibly for 
freight cars besides. It must be kept in mind, how- 
;ever, that notwithstanding the large number of 
failures of cast-iron wheels reported, there is a much 
greater number which run for a long time aud fail 
enly by being worn out. This fact shows that good 
cast-iron wheels are not only safe, but that they are 
also much cheaper in proportion to the service per- 
formed than any steel-tired wheels thus far produced. 
If it were possible, by any imprcved processes of man- 
ufacture, to make all cast-iron wheels equal to 
‘the best now manufactured, their service, if re- 
garded from the side of cost or of safety, would 





be entirely satisfactory. It is because in their manu- 
lfacture so many defective ones are produced that 
| orave doubts are now being entertained regarding 
| their safety. At the present time there is no method 
lin use for determining the quality of cast-iron wheels 
| 


| before they are put into service. 


Railroad companies 
can only tell whether they are good, bad or indifferent 
when they are worn out, and many of the companies 
do not know even then. What seems to be needed is 
more definite knowledge and exactness int the pro- 
In the early days of the 
Bessemer steel 


cesses of their manufacture. 
manufacture of uniformity in 
the product was impossible, and for a long time stood 
as an insuperable obstacle in the way of the general 
adoption of the process. Science and ingenuity 
stepped in and introduced methods of precision which 
have made the Bessemer process one of the most brilliant 
industrial successes of modern times. Unless somegenius 


improves the methods of making cast-iron wheels, and 
gives greater certainty to the processes employed in 
making them, it may be expected that railroad 
managers and the public will require that their use be 
abandoned. and steel-tired wheels substituted in their 
place. 


THE GRAND TRUNK. 


The Grand Trunk meeting at which the report for 
the time since the union, Aug. 12 to the end of last year, 
was made, seems to have been a very harmonious one. 
Sir Henry Tyler, the President, made a long speech, 
congratulating the shareholders on their position and 
prospects, and explaining the report and commenting 
on various matters in which the company is concerned, 
The Grand Trunk now controls 3,550 miles of road, 
which is but little less than half of all the railroad 
in Canada, and it is therefore truly a great corpor- 
ation. 

We said last week that the gain in earnings reported 
was wholly due to an increase of the average rates, 
because traffic decreased. This is not quite true. 
While the number of tons shipped fell off, the tonnage 
mileage increased1.6 percent. But nearly all the in- 
crease in earnings was due to higher rates, for the in- 
crease in freight earnings was 18} per cent. The average 
rate received per ton per mile was 0.76 cent, against 
0.65 cent in1881. This difference inrate, without any 
increase in trattic, produced $682,800, while only $107, 
800 was produced by additional freight traffic. 

The contrary probably was the case with the passen- 
ger traffic ; that is, there must have been a falling offin 
through travel, as in 1831 this road was carrying pas- 
sengers from Chicago to Boston for $5, and it charged 
about four times as much in 1882. So through travel was 
probably less, and the average journey of passengers 
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shorter last year. Very likely then, though there was 
an increase of nearly 4 per cent. in the number of pas 
sengers, there was a decrease rather than an increase 
in passenger mileage, and the whole of the increase of 
$187,000 in passenger earnings was due to higher rates. 
Then the expenses per unit of traffic were a little 
greater than the previous year, and not less, although 
the expenses were 74 per cent. of the earnings in 1881 
and but 672 per cent. in 1882. This was to be expected, 
as the expenses. increased on most roads; but the 
expectation had been held out of an important reduc- 
tion of expenses, because of the union of the Grand 
Trunk and the Great Western, while actually in this 
first 42 months of the union, we find that it cost the 
united roads about $190,000 (4 per cent.) more to carry 
substantially the same amount of traffic. 

It is true that we could not expect that all the 
economies possible by uniting the roads would be 
effected in these first few months; but it is probable 
that the possible saving in expenses was greatly exagger~ 
ated when the union was proposed, and that the ad- 
vantage of the fusion lies chiefly in the ability to get 
better rates. And that the better rates last fall were 
not due wholly or chiefly to the fusion, but largely, and 
probably mostly if not wholly, to the cessation of the 
trunk-line war, is indicated by the returns of other 
roads which carry trunk-line traffic. It will not do to 
make comparisons with the New York Central, the 
Erie, or the Pennsylvania, for the reports of these 
roads are for an entire year, and with them the com- 
parison is not, as in the case of the Grand Trunk, of a 
season of good crops and well-maintained rates in 1882 
with one of the worst crops and the lowest rates in 
1881. But we happen to have returns from two roads 
for the last half of the year ; and we will compare the 
net earnings of these roads for this period in 1881 and 
1882 with those of the Grand Trunk for the 42 months 
ending with December, as follows : 


Net earnings: 1882. 1881. Increase. P. c¢. 
Cleve.. Col., Cin. & Ind.. .$1,040,453 $694,975 $345,478 50.3 
M. ¥.. Pemm, 2D. ccccsacce Leet 700,255 547,059 78.1 


Grand Trunk 2.428.955 1,697,645 731,310 453.1 


The percentage of increase in net earnings, there- 
fore, was larger on both of the railroads south of the 
jakes than on the Grand Trunk. We may not attribute 


the gain of the latter to the union with the Great | 


Western, therefore, as it apparently only shared the 
improvement common on roads with trunk-line traffic 
at that time. 

In the period reported for, the interchanges of the 
Great Western with the Michigan Central.were the 
same as in previous year. The effect of the union of 
the Michigan Central with the Canada Southern, which 
took effect at the beginning of this year, has been to 
greatly reduce these, and will be to reduce them stilj 
more, as the Canada Southern is put into condition to 
carry all the traffic brought it, which it has been 
unable to do heretofore. Further, a bridge will be 
built at Niagara Falls in the interest of the Canada 
Southern, which will deprive the International Bridge, 
which is owned chiefly by the Grand Trunk, of a large 
part of its income—perhaps one-half. But on the 
other hand, the Great Western and the bridge will 
have the benefit of interchanges with the new Lacka- 
wanna road to Buffalo immediately, and within a year, 
probably, of the new West Shore road, which will be 
an offset to what the New York Central and the Michi- 
gan Central transfer to the Canada Southern. For the 
three months ending with March, which has been a 
period of great gain for the roads from Chicago to the 
East, andto the New York Central and the Pennsyi- 
vania at least among the trunk lines, the ' Grand 
Trunk gained 10 per cent. The Pennsylvania gained 
164 per cent. in January and 12} per cent. in Feb- 
ruary; the Erie 154 per cent. m January. There is 
no indication, then, that the Grand Trunk has made 
greater gains than other roads which compete with it, 
but rather less. The Grand Trunk, hoving a great 
system of roads, much of which carries no through 
traffic, it might be supposed that the through business 
would be a much smaller proportion of its total than 
on other trunk lines. But in the period for which the 
report was made no less than 66 per cent. of its ton- 
nage mileage was through freight. 

The Grand Trunk’s investment in the Chicago & 
Grand Trunk Railway has already become directly 
profitable, aside from the benefit of the traffic which 
it contributes. The amount of freight which it car- 
ried to and from Chicago for the Grand Trunk was 
put 53,000 tons in 1879, when the connection with 
Chicago was incomplete; in 1880, when the road was 
fully open but part of the year, this freight amounted 
to 250,000 tons; in 1881, when the low rates of the 
railroad war swelled shipments, this contribution in- 
creased to 376,000 tons; last year it was 379,000. The 
Grand Trunk’s earnings from this traffic have been : 


1879. 1880. 1881. 1882. 
$150,000 $605,000 $519,000 $808,000 


| $2.84 





Thus the Grand Trunk’s gross earnings per ton of 
Chicago freight were : 

1879. 1820. 1881. 
: $2.42 $1.38 $2.13 

This shows very well how greatly the Grand Trunk 
is affected by trunk line wars. This freight, it must 
be remembered, is not the whole of the Grand Trunk’s 
Chicago freight by any means, for the Michigan 
Central has carried a large part of that; much _ less 
is it the whole of its through freight ; yet a traffic in 
1881 which by the rates of 1880 would have produced 
$910,060 actually produced $391,000 less ; and in 1882 
a traffic which by the rates of 1881 would have pro 
duced but $523,000, actually produced $808,000. 

The Chicago & Grand Trunk, in the last half of last 
year, fot the first time had net earnings enough to 
cover the interest @n all its bonds and the rental of its 
rolling stock, and there is now a prospect that it may 
soon begin to earn something for its stock, the more 
so because of the diversion of the Michigan Central 
traffic from the Great Western. However much this 
may reduce the profits of the Grand Trunk Company, 
it can only increase those of the Chicago & Grand 
Trunk, as it will in a manner force the through traffic 
of the Great Western, heretofore given to the Michigan 
Central, to the Chicago & Grand Trunk. How great 
the interest of the Grand Trunk is in the prosperity 
of this company may be judged by the fact that it 
owns $1,700,000 of its first mortgage and $760,000 of its 
second mortgage bonds, and $5,960,000 of its $6,600,000 
of stock : and, besides, has advanced $975,000 for its 
rolling stock, for which at present rent is paid. 

Sir Henry Tyler in his speech gave some attention to 
the reported differences with the Canadian Pacific 
Company, and another speaker at the meeting said 
still more on the subject. It seems that the Canadian 
Pacitic people charge the Grand Trunk with prevent- 
ing their obtaining capital in London. This may 
seem here an impossibility, but there is no doubt that 
the hostility of an important company in which many 
English capitalists have investments has a great effect 
in the London money market. It was reported at the 
Grand Trunk meeting that there were no less than 
20,255 holders of Grand Trunk and Great Western 
shares. If these people believe that the Canadian 
Pacific is pursuing a policy likely to injure their 
Grand Trunk property, they not only will not invest 
in the Canadian Pacific themselves, but will prevent 
others from doing so. There was something of the 
sort when the Canadian Southern project was started 
about 1869, and before the American capitalists took 
hold of it. The Great Western opposed it, so that, at 
a time when there were many investments in Ameri- 
can railroadg in London, the Canada Southern bonds 
could not be placed there, and after American con- 
tractors took hold of the project the bonds were sold 
chiefly in this country, where the Great Western's 
opposition did not count for much. The Grand 
Trunk’s opposition is not to the Canadian Pacific, but 
to the other lines in Canada which the Canadian 
Pacific people have been promoting, and which would 
make a line competing with the Grand Trunk between 
Montreal and Detroit. Sir Henry Tyler said : 

“The Canadian Pacific Railway is a gigantic undertak- 
ing, and possibly those who are carrying it out have hardly 
realized the task which they have undertaken, and I say so 
because, frum what I know of their proceedings, they do not 
seem to have found it enough for them. ‘They have come 
into our territory in different directions, and have acquired 
lines of railway and entered upon schemes of aggression. 
It was said that they were going to ruin us, and that, in fact, 
they were going to turn some of us out. I do not know 
what they were not going to do. But, gentlemen, we have 
never had any feeling against them. We should have been 
delighted to work harmoniously with them, if only they had 


contented themselves with making the Canacian Pacific | 


Railway, and had come—as I think they ought to have 
come—to us to assist them to do it, to exchange tvaftic with 
us, and to work with us harmoniously. We should always be 
prepared to work harmoniously with them if only they would 
cease to attack us. The last thing we hear is that they are 
going to make a connection with Mr. Vanderbilt, and that 
they are going to compete with us for traffic between Mon- 
treal and the West. [He describes the line from Montreal 
via Brockville and Utica to Chicago.] 


that roundabout route. I think, therefore, that I am justi 
fied in saying that they are going a little out of their way 
to compete with us. 
are doing a great deal of harm to them, and that we are 
keeping them out of the markets in London and other 
places. Well, we asa board have never taken any steps of 
the sort. Iam addressing a great number of shareholders 
and the representatives of a great and powerful company, 
having a very important ivfluence upon the money markets 
of this metropolis. 


they should meet with any opposition from this board, be- 
cause they are attacking the interests and attacking the 
pockets of the whole of this vast proprietary of 20,000 
people, who have a vast influence in assisting subscrip- 
tions for any purpose that comes before them, and that 
is the one thing they will have to encounter. 1t is not this 
board: we may sit still. I know, gentlemen, that you will 
take care of yourselves in this matter, and as long as the 


Canadian Pacific come to attack us in our own territory | 


and to promote schemes of aggression against us, 1 know 
the consequences that they will bring upon themselves. 


them any harm; but they cut the ground from under their 
own feet when they come with one hand to compete with 


1882 


And they have} 
actually started trains to run in competition with ours by 


They say, on the other hand, that we | 


1 venture to say that if anybody from | 
Canada attacks our united system, it is not necessary that | 


it | 
is not that we are acting in a hostile spirit or wish to do| 
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' 
| you, and with the other band ask you for money to do it. 
| That is the exact position so far as I understand it.” 

And on this subject Mr. William Abbot, the stock 
broker who took the lead in uniting the Great West- 
| ern with the Grand Trunk, and who last year investi- 

gated, the matter in Canada, confirmed the President. 
The negotiations between the Grand Trunk and the 
| Canadian Pacific since this meeting, of which we have 
had reports by telegraph, seem to have in view such a 
management of the Canadian Pacific’s lines that the 
Grand Trunk may suffer as little as possible by their 
competition, though the latest that 
negotiations have been broken off. 


news is these 

But at this very meeting was reported the acquisi- 
tion by the Grand Trunk of a rival railroad. the North 
Not 
entirely in vaip either, because the completion of the 
| road doubtless was much delayed by the Grand Trunk’s 
efforts. ago Chicago capitalists 
undertook this enterprise, but as a corporation en- 
terprise it failed, and was finally built by the Prov- 
| ince of Quebec. It 


Shore, whose construction it opposed in vain. 


Nearly ten years 


is almost an air line between Mon- 
treal and Quebec, but is along the north bank of the 
St. Lawrence, while the Grand Trunk’s line is far to 
the south of that stream, andit is only Quebec-Mon- 
treal traffic, for which the two lines conld compete, 
the North Shore’s terri- 
tory from the Grand Trunk’s. The North Shore's 
earnings have been trifling, and its profits very little. 
As now organized, it has a mortgage debt 
per mile ($5,500.C00), and $1,000,090 of stock, of which 
the Grasd Trunk bas $680,000, and the Central Ver- 
mont $320,000. the Grand 
Trunk reports that he expects it to earn its interest 
($1,250 per miie), but this is three times as much as its 
net earnings in the year to June 80, 18°1. 

The Grand Trunk has now such a controlling posi- 
tion among the railroads of Canada that it willbe very 
difficult for any company to rival it in power. It is 
difticult to see what the Canadian Pacific has to gain 
by aline from Montreal to the Detroit River, if it com- 
pletes and works the part of its road north of lakes 
|Huron and Superior. [t is natural that it should 
| desire to own the lines over which the traffic of its 
great road is carried to the Past. 
la road to Montreal from Lake Huron, and the line 
; Which is threatening the Grand Trunk is not east from 
; Montreal, but southwest, and does not. except near its 


as the St. Lawrence cuts ofi 


of $25,000 


The General Manager ot 





But it does own 


leastern end, connect with the Canadian Pacific. 
| If, however, the line north of the lakes should 
| not be built, or when built should be closed a large 
! part of the winter, as it might be, then the Canadian 
| Pacific traffic would have to go east south of the 


‘lakes. But if the company purp ses to have a line 


| there, a road from Montreal to Detroit would make 
‘but a smali part of it. Nearly a thousand miles 
jremain between Detroit and Winnipeg. Nor is there 


Jany more reason that the Canadian Pacific should 
| have a line from Detroit to Montreal than that the 
| Northern Pacific, the Union Pacific 
| Topeka & Sante Fe should have one Detroit 
}or Toledo and Albany or New York. Apparently the 
| field in which it may be the great railroad corporation 
|}of the Dominion is entirely distinct from that in 
which the Grand Trunk has already firmly established 
| itself. 

| It does not follow because the Grand Trunk is likely 


or the Atchison, 
between 


|to remain the great railroad company of Canada that 
| it will never have any serious competition there. 


The 
| Canada Southern and the Credit Valley already com- 
| pete for the traffic from Toronto west. It will not be 
| difficult for American roads, through this or through 
| other lines of no great length, to reach Montreal and 
the other principal traftic centres of province, 
| and all these centres, nearly while navigation is open, 
| have cheap corhmunication with the West through the 
St. Lawrence, the lakes and the Welland Canal, which 
will be made still cheaper by the improvement of the 
St. Lawrence. 
|ingalarge part of the Canadian territory is now 
likely to arise as a rival of the Grand Trunk. Rather 
the smaller Canadian railroads are likely more and 
| more to fall into its hands, as being the power which 
can make the best use of them and to which they will 
be worth most. 


ihe 


But no great railroad company cover- 


THE CHICAGO, BURLINGTON & QUINCY RE- 
PORT. 


There is no Western railroad company that has had 
such prestige as this,none that could borrow vast 
oft 


per cer 


A large 
funded debt outstanding now consists of 4 
bonds. and though these were issued below par, they 
still realized a price, when jirst issued, which made 
the interest below 4} percent. Most of us cannot re- 
; member when the company paid less than § per cent. 
dividend on its stock. A few months ago, however, 


sums of money on better terms. part 


its 


i" 
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confidence in the property seems to have been some- 
what lessened. 

The investors who have so long felt that nothing 
could make this company pay less than 8 per cent. 
seemed some of them to have suddenly changed that 
opinion, whena report of earnings for 1882 showed 
that in spite of large additions to the property, repre- 
sented by several millions of stock and bonds, the 
profits were no larger than the year before. It should 
not have been a mystery that a general crop failure 
should affect earnings on this road as well as on 
others; but earnings had not differed much from 
1881, because the mileage was greuter, and stock- 
holders seem not to have borne in mind the great 
additions to the capital account until their attention 
was called to it at the close of last year. 

At the beginning of 1878 this company had outstand- 
ing a little less than $28,000,000 of stock and about 
$30,873,000 of bonds. At the beginning of this year 
the stock was $69,650,000 and the bonds $68,648,000. 
The capital is thus just about 2!; times what it was 
five years ago. Instead of 1,621 miles of road, it now 
works 3,228, and it has acquired besides an immense 
amount of the stocks of other roads, giving it absolute 
control of 805 miles and a half interest in 103 miles 
more. 

We see then that the Chicago, Burlington & Quincy 
to-day is a very different thing from what it was five 
years ago, different in the property by which its 
profits are made, and different in the capital which 
absorbs those profits. It does not follow that because 
its shares had a certain value then they have the same 
value now, that the property is equally stable and in 


progress in the future. All this depends upon the 
character and value of the vast additions to the prop- 
erty. 

In 1877 the company acquired the 250 miles of the 
St. Louis, Rock Island & Chicago Railroad at a very 
low price, bringing down the average cost per mile of 
the system to about $35,000, perhaps the cheapest road 
of its quality in the world. It has constructed a vast 
mileage of new branches since, chiefly in Iowa, but the | 
great addition was the acquisition of the Burlington & 
Missouri River Railroad in Nebraska in 1880, itself a | 
great network of railroads, occupying nearly the whole 
of the agricultural country in Nebraska south of the 
Platte. 





} 





| herein ” 


| that part of it 


| officers and dictates their management. 
proportion to capital as valuable and as likely to make | 


an issue of stock last summer _ was_ to 
pay for a controlling interest in 104 miles of the Chi- 
cago & Iowa road, but this is not mentioned in the 
last report in the list of roads controlled. The company 
owns a controlling interest in, but perhaps not the 
whole of this stock. The half interest in the Humeston 
& Shenandoah is equivalent to the ownership of 564 
miles of road. Here there are 861 miles of road, for 
the control of which the Chicago, Burlington & 
Quincy has expended $16,343,000, or at thé rate of 
$19,000 per mile. Now this great investment pro- 
duces no direct income whatever. No dividend has 
ever been made on the stock of any of these roads. 
By controlling it the Chicago, Burlington & Quincy 
secures the roads’ through traffic for its 
lines, but the profit made on .this, or rather on 
which it would not get if it did 
not control them, is the only advantage that 
it has so far secured from its investment. 

With so large an investment in these properties, 
of course the future of the Chicago, Burlington and 
Quincy Company will be to a considerable extent 


main 


| affected by the future progress of these controlled 


companies. It is a defect of the report that it gives 
scarcely any information of the results of the working 
of these roads in which it has so large an interest. 
To its stockholders it is very important to know what 
the Chicago & Iowa, the Chicago, Burlington & Kan- 
sas City, the St. Louis, Keokuk & Northwestern and 
the Kansas City, St. Joseph & Council Blutis have 
been doing. ‘The Burlington Company chooses the 
directors of these roads,and through them appoints their 
Nearly the 
whole of their profits go to it. The record of the Chi- 
cago, Burlington & Quincy for the year is imperfect 
without an account of the working of these roads. 
But the only information the report gives us of them 
is that the Kansas City & Council Bluffs line earned a 
profit of $346,695 over its interest and sinking-fund 
charges, which was devoted to retiring floating debt 
and making improvements, and that all three roads 
**show, on the whole, a gratifying improvement in 
1882 over the previous year. But the report for 1881 
isaid only that the result of the operation of these 
roads ‘* would not materially affect the figures given 
for the lines worked directly by the Chicago, 


| Burlington & Quincy Company—that is, that the loss 


Of the 457 miles of road added since 1880, 400 | 


have been extensions of this Nebraska system. The line | 


which in 1880 extended from Chicago to Plattsmouth, 
486 miles, has thus been made to reach Denver, 1,044 
miles, 


Now the Burlington & Missouri River Railroad in Ne- | 


braska is probably the most successful road cver built 
west of the Missouri River—almost the only one built 
before 1876 except the Union and Central Pacific 
roads, 
interest on its bonds. It had a large 
very valuable land, for which the demand became 
active nearly as soon as the road was built, and the 
country on its line probably was settled faster than 
any other section of the country has been, except 
possibly some parts of Kansas. In 1878 its net 
earnings were $3,311, and in 1879 $3,206, per mile, 
against $3,773 and $4,172 on the old Chicago, Bur- 
lington & Quincy. 
alone there was much room for the extension of the 
Burlington & Quincy system, and its acquisition was 
in all respects desirable. It may 
earned all the interest and dividends paid on 
its account last year, whena very bad failure of 
crops in Nebraska the year before greatly 
traffic, but must be making up for it now. 

The extensions made since it was acquired consist 
for the most part in the line to Denvér, the new part 
of which is for the most part through a very barren 
country, in which there is no agriculture, and’ but 
little grazing even. This extension must be sup- 
ported chiefly by the through traffic to and from Den- 
ver, and the shipments of cattle that may be driven to 
it. With the company’s Nebraska system so near 
Denver, it could not be left ending nowhere in par- 
ticular, and this extension was inevitable, and will 
probably soon pay interest on its cost, if it does not 
now, as the traffic is mostly hauled over more than a 
thousand miles of this company’s road, and generally 
pays good rates. 

The additions to the company’s property which do 
not pay are the investments in the securities of other 
roads, bought to secure their control. The total 
amount of these investments is $16,343,000. They in- 
clude the capital stock and income bonds of the Kan- 


reduced 


| mile) 


which did not at sometime fail to pay the | 
land grant of | 


or profit of these roads was not considerable. 

By referring to the reports of the individual com- 
panies we find that in 1881 the Chicago & Iowa earned 
a surplus of $95,537 ; that the expenses of the St. Louis, 
Keokuk & Northwestern exceeded its earnings by 
$119,698 (its gross earnings being less than $2,000 per 
; that the Kansas City & Council Bluffs had a 
surplus of $24,333: and that the St. Joseph & Des 
Moines earned $8,339 more than itsinterest. The Bur- 
lington & Southwestern, which has been reorganized 
as the Chicago, Burlington & Kansas City, reported a 
deficit of $48,071 for the year ending with June, 1881. 

Nor it was not necessary that these roads should be 
profitable, or even that they should promise to become 
profitable, in order to justify their acquisition. It is 
just as necessary sometimes to expend capital to pre- 
vent a reduction of income as it is desirable to buy or 


| build roads for the purpose of increasing income; and 


It occupied the territory where | 


nearly every one of these roads seems to be necessary 


| for the protection and strengthening of the Chicago, 


possibly not have | 


sas City, St. Joseph & Council Bluff road, 313 miles; | 


the stock and perhaps other securities of the Chicago, 
Burlington & Kansas City, 152.6 miles; of the St. Louis, 
Keoktk & Northwestern, 185 miles, and of the 
St. Joseph & Des Moines, 50 miles, 


|000 more than the 


Burlington & Quincy system. But it is important for 
the stockholders to know when sixteen millions have 
been invested what the returns from the investment 
are; whether the properties which have cost so much 
are or are becoming directly profitable. The great in- 
crease in the company’s capital of late has been largely 
to secure control of these lines; the object was legiti- 
mate and, as we have said, would have warranted a 
considerable expenditure if no direct return could be 
expected; but we need to know the precise results in 
order to judge of the probable future effect as well as 
of the actual present effect on the Chicago, Burling- 
ton & Quincy profits. 

The changes in the capital of the company during 
1882 were important. There was an increase of $14,- 
312,340 in the capital stock and of $9,525,325 in the 
funded debt. Meanwhile the additions to the assets 
were : 

Construction. ini rrr OF 
Supplies. . sesceeseesess eee eeeee  1,280,806.89 
Investments in other roads. . 5,760,955.80 


Other investments and bill and accounts receiv- 
able in excess of those payable. 


4,601,758.48 


$27,609,628,27 


Decrease in sinking funds other than C. B. & Q. 


ee, OPER ey ee 303,005.91 








RI MRORNEOD .. 05. iischoad. -s sen) encavncs $27,: 306, 622, 36 


Thus in this year the assets increased nearly $3,500,- 
liabilities. It is, indeed, the 
| strongest testimony to the financial strength of the 


Part of | | company that in this year, which was in many respects 
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I 
unfavorable for earnings (a large decrease in the freight 


earnings of the road, in spite of the larger mileage, 
more than balanced by an immense increase in pas- 
senger earnings), there should be such a result, while 
paying 8 per cent. on the stock and obtaining no direct 
income on the sixteen millions invested in controlled 


roads. The great item of $4,600,000 increase in bills 
and accounts receivable, etc., apparently included 


$2,567,171 of securities in part received from a sinking 
fund for bonds to be paid the next day, and probably 
covered advances for construction or improvements of 
controlled lines. 

The interest on the company’s debt outstanding at 
the beginning of this year will be $3,976,008.50, which 
is but a very little more than was paid last year, the 
increase in the debt being in 4 per cents. while a large 
amount of 8 per cents. were retired. To pay 8 per 
cent., on the stock, however, will require $5,571,976, 
against $5,023,599 actually paid in 1882. With the 
same payments to the sinking funds, then, and the 
same rentals, which are not important, it will 
require but about $650,000 more net earnings in 1883 
than in 1882 to produce the same result—pay interest, 
the same rate of dividends, and 
plus. As we have shown 
month of March alone an 
was made, and in the three months ending 
with March, the increase was nearly $900,000. 
Yet this was not an unfavorable quarter last year ; on 
the contrary, there was then an increase in earnings of 
$921,433 over 1881, while in the next six months there 
was a decrease of $1,291,385. Until October, then, the 
comparison will be with an unfavorable period last 
year. As the report says, there was a partial failure 
of the corn crop again in 1882 in Iowa and Illinois, and 
this will reduce the earnings, but it will be likely to 
leave them still considerably more than in these 
months last year, when the traffic was lessened by a 
failure of wheat as well as corn, and in Nebraska and 
Kansas as well as further east. Such returns as the 
road has made so far this year show that it is making 
magnificent profits, even if they are not so large as 
they would have been with better crops and an income 
from the 800 miles of controlled lines. 


leave the same sur- 
elsewhere, in the 
increase of $750,000 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Atlantic & Pacific.—Track laid to a point seventy-six 
miles west of Yampai, Ari., an extension of 12 miles. 

Chattaroi—Extended from Peach Orchard, Ky., 
ward to Richardson, 5 miles, 

Kentucky Central.—Extended from Paris, Ky., 
to Winchester, 18 miles. 

Maryland Central.—Extended northeast to Falls ton, Md. 
41g miles. Gauge, 3 ft. 

Union Pacific.—The Wood River Branch of this com- 
pany’s Oregon Short Line is completed from Shoshone, 
Idaho, north 20 miles. 

This is a total of 59! miles of: new railroad, making 911 
miles thus far this year, against 1,772 miles reported at the 
corresponding time in 1882, 819 miles in 1881, 996 miles in 
1880, 391 miles in 1879, 267 miles in 1878, and 267 miles in 
1877. 


south. 


southward 


A FALLING-OFF IN THE GRATN MOVEMENT, which was 
large all winter and reached unprecedented figures in the 
first three weeks of March, is now observable, and the 
decrease has been about as rapid as the increase last Feb. 
ruary, and fully as great as it usually is when navigation 
closes at the end of November; and this without any change 
in rates of transportation or any unusual circumstances 
hindering the marketing of grain. This is particularly 
noticeable in the receipts of the Northwestern markets—the 
primary movement. In the first four weeks of the year 
these averaged 3,822,000 per week; in the next four weeks 
(ending Feb. 24), 4,460,000; then they suddenly became 
enormous, and in each of the succeeding weeks were: 
————Week to- 


March 3. March 10. March17. Mare +h 24. March 31. April 7. 
6.531.960 6,074,880 6,023,365 5,450,982 4,718,756 3,651,234 

Here for three weeks the receipts exceeded 6,000,000 a 
week, which had never cccurred but once before (in the last 
week of last year) while navigation was closed, and pre- 
cisely at the season when receipts were smallest last year and 
smaller than at any other time since the winter and spring o¢ 
1877. But the heavy movement began large, and did not 
grow large, the receipts in the week preceding that tending 
March 3, when they were largest, having been but 4,288,709 
bushels. From that week of largest receipts there has been 
aconstant decrease, which in the last two weeks of the 
six has been very large, so that the receipts of the first week 
of April are below the average of any monthsince June. 

It, of course, could not be expected that the movement 
would continue at the same rate as in March. We know 
there is not grain enough in the country for that; but it was 
hardly to be expected that the falling off should be so abrupt 
and so great... The near approach of the opening of naviga- 
tion should stimulate rather than discourage Northwestern 
receipts, as grain forwarded to lake markets now will soon 
have the advantage of cheap water transportation, and there 
is plenty of room in the elevators. And, in fact, we find 
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that the shipments of these markets have not fallen off to 
the same extent as their receipts. [n these six weeks they 
have been : 


March 3. March 10, March 17. March 24. March 31. April 7. 
4,101,322 4,461,5:4 3,654,311 2,793,396 2,356,896 2,251,783 


The course of the shipments has been similar to that of the 
receipts, but the differences from week to week have not 
been so great in amount, though about as great in propor- 
tion. In the six weeks in which these markets received 32,- 
451,177 bushels of grain they shipped but 19,619,222. This 
however, is not an unusual disproportion. For the four 
months ending with March, the rec2ipts were 35,300,000 
bushels (74 per cent.) more than the shipments tbis year, 
while for the six weeks the excess is but 64 per cent. 


The excess is greater than usual this year: 
but very little greater than in 1880, though 
the total receipts were 29 per cent, more this year. 


The difference is not represented by accumuleted stocks 
either. A very large amount never is shipped from the 
Northwestern cities. They are great consumers of grain, 
and their consumption increases more than that of almost 
any other part of the world, because they grow faster, as do 
their industries which consume grain, and especially 
those which employ many horses, each of which consumes 
probably as much grain as 20 human beings. At 
least the accumulation of grain at the Northwestern 
markets is not extraordinarily large, notwithstand- 
ing the exceptional excess of receipts over shipments. There 
is nothing, then, yet apparent to make the April and May 
movement exceptionally large, whether by lake or rail. It 
is not now positively light, though so much lighter than in 
March, but compares well not only with the very light 
movement of last year, but with the movement in other 
years. But those who have calculated on a movement 
throughout the season in proportion to that of last winter 
are likely to be grievously disappointed. With a total crop 


less than in 1880 and 1879, we shall not have a movement’ 


29 per cent. greater than ever before. 


CHICAGO, BURLINGTON & QuINCY NET EARNINGS were 
more than twice as great last March as in either 1881 or 
1882, due to a great increase in gross earnings, with scarcely 
any increase in expenses. The mileage, the gross and net 
earnings and working expenses in March for seven successive 
years have been: 





Gross Net 
Miles. earnings. Expenses. earnings. 
1,343 $939,654 $560,281 $379,373 
1,620 1,199,831 630,945 538,586 
1,713 1,071,738 593,028 478,710 
1,857 1,453. 611 671,831 781,780 
2,772 1,418,149 752,863 665.286 
29:24 1,566,-17 929 ,200 637,017 
3,229 2,347,089 960,073 1,387,016 


Thus the gross earnings this year were $780,872 (50 per 
cent.) more than last year, and the working expenses only 
$30,873 (3}¢ per cent.) more; so that there is an increase of 
$749,999, or 118 per cent., in net earnings. Last year the 
gross earnings were larger in March than they had ever 
been before, but the net earnings were less than in 1881, 
and $144,763 less than in 1880, 

This, of course, must be an altogether exceptional gain; 
but considering the light corn crops of Illinois and Iowa 
it is somewhat surprising that there should be such earnings 
in any month of this year. It reflects the extraordinary 
grain movement in March which we have elsewhere called 
attention to. The fact that the corn marketed at Chicago 
comes much more than usual this year from Kansas and 
Nebraska gives this road a long haul on the grain, and even 
when carrying fewer bushels it may make much larger 
earnings fromit. The expenses are aiso doubtless much 
below the average: barn are 41 per cent. of the earnings 
this year against 591, last year. 

But the returns for ‘the first quarter of the year are suffi- 
ciently encouraging, without reference to this exceptionally 
favorable month of March. In these three months the earn- 
jngs and expenses for seven years have been : 


ory Gross earnings. 


$2,688,257 
3.126.448 
3,159,213 
3,834,702 


Expenses. 
$1.671.817 
1,752,079 
1,740,513 
1,896,320 


Net earnings. 
$1.016,440 
1,374,369 
1.418.700 
1,938,582 





3,760,918 2,176,749 1,584.169 
4,682,351 2,663,421 2.018.930 
1883. . 5, 583, 790 2 ,666,654 2 $917,135 


Thus inne is an increase this year of $901,439 (12 per 
cent.) in gross earnings, but of only $3,233 in expenses, so 
that the increase in net earnings is $898,205, or 441¢ per 
cent., and compared with 1881 there is an increase this year 
of no less than $1,332,966 (84 per cent.) in net earnings. 
The increase over last year for the quarter is several times 
as great as the increase in interest on bonds will be for the 
year, andamounts to $1.29 per share of stock. The ex- 
penses for the quarter have been but 47.7 percent. of the earn- 
ings this year, against 57 per cent. last year. 

That March was an exceptionally favorable month may be 
judged by course of gross and net earnings in the last four 
months: 


Earnings. December. January. Februiry. March. 
Gross $2,027,060 $1.625,680 $1,611,021 $2,347,089 
Net 1,260,418 807,397 722,723 1,387,015 


The largest earnings in any one month last yearor in any 
other year were $2,270,444; in October, and the expenses 
were a trifle larger than those last March. The expenses last 
month, however, were above the average. 





A UNIFORM SYSTEM OF STANDARD TIME was proposed 
by Mr. W. F. Alien, the Secretary of the General Railroad 
Time Convention, in a report made at the St. Louis meeting 
last week, which we publish elsewhere, which met with 
such general approval that it was recommended for adop- 
tion by a unanimous vote. A telegraphic report of the 
convention indicated that the convention recom- 





mended that this new system should be put 
into effect May 13 next, which is not the case. The matter 
was recommitted to Mr. Allen, who is to submit bis report 
and the recommendations of the convention to all gener al 
manugers and superintendents, request an expression of opin- 
ion for or against introducing the proposed system, and en- 
deavor to meet objections raised,and summarize the results in 
areport to the October meeting. With the unanimous ap- 
proval of those present at the time of the convention, the 
proposal acquires such a standing that no one is likely to 
ignore it, and the examination of it now will be made as of 
a practical matter, likely to result in positive action. 

Mr. Allen proposes to establish a railroad time for every 
15 degrees of longitude, beginning with the 75th east of 
Greenwich. In this way the different railroad times will 
be just one hour apart, and in few places will the local time 
vary more than 30 minutes from the railroad time, which 
is not so great a variation that it will not be possible to use 
the railroad time instead of local time. The time of the 
75th meridian is but four minutes slower than New 
York time, and is one minute faster than Philadel- 
phia time. Without varying more than 30 minutes 
from local time, all the local raiiroads to the eastern 
boundary of Maine could be run by this time, and all as far 
west as Detroit, Columbus, O., and Bristol Tenn. Itis not 
proposed that the time should change precisely at the half- 
way point between the 75th and the 90th meridians, but inall 
cases at the nearest railroad or division terminus. Thus Buf- 
falo might might be made the point would be the point — 
between ‘‘Eastern time” and ‘‘Central” or ‘‘Mississippi Valley 
time,” for the roads terminating there, though it is some 
distance to the east of the Central district, as this would 


make it possible to have but one time on the 
Lake Shore, the Nickel Plate and the New York, 
Pennsylvania & Ohio. This “Central time” would 
be that of the 90th meridian, which is one 
miaute faster than St. Louis time, nine minutes slower 


than Chicago time, and three minutes faster than Vicks- 
burg time; and of course just one hour slower than 
‘*Eastern time.” By it would be run all railroads and 
divisions of railroads, roughly speaking, from Detroit to 
Omaha, Kansas City and the Red River of the North, and 
in Texas as far west, say, as Kort Worth and San Antonio. 
‘* Mountain time,” that of the 105th meridian, which is ex- 
actly Denver time, would rule thence west to the Colorado 
River and Ogden, west of which to the Pacific coast the 
standard would be “ Pacific time, ’’ that of the 120th mer- 
idian, which is ten minutes faster than San Francisco 
time. 

Mr. Allen has studied the adaptation of these several 
times'to the railroad system as it exists, and has made a map 
showing exactly the lines which would be run by each time. 
His plan would substitu‘e four time standards for about 50 
now used, and no place would have more than two, and these 
would be exactly an hour apart, and a large part of the con- 
fusion—substantially all of it—now existing would be 
avoided even at these places. 


LAKE NAVIGATION is now expected to open every day. 
The opening dates from the time a vessel can pass through 
the Straits of Mackinaw, where the condition of the ice and 
the weather and direction of the winds attract the attention 
of all vessel men. Rates at Chicago have advanced a little 
since vessels began to load there, or, rather, the vessel 
owners are asking more, as not many contracts are made. 
At the beginning of the week 2,400,000 bushels were loaded 
at that port, and there were in the harbor unloaded vessels 
with capacity for about 1,500,000 bushels more. The 
rates offered are 31¢ cents a bushel for corn and 3%4 for 
wheat to Buffalo; with a corresponding canal rate this would 
make the charge about 10 cents a bushel to New York, 
against 16.8 and 18 by rail. Nothing is more certain, how- 
ever, than that the water rate will be reduced jf the rail 
rate is. There are about 19,000,000 bushels of grain in 
Chicago, but it is not likely that there will be any press- 
ure to ship it, cven at much lower rates. There has been an 
unusual demand for vessels for Canadian ports, and char- 
ters have been made at 6%; cents a bushel for corn to King- 
ston—about double the rate to Buffalo. It seems then that 
the removal of the tolls on the Erie Canal has not removed 
the Canadian competition, though the improved Welland 
Canal seems not to have reduced the Canadian rate. 

Charters have been made from Toledo to Buffalo at 2° 
cents a bushel. The distance is but one-fourth that from 
Chicago to Buffalo, for which the rate is 1 cent more. 

The demand for vessels for the limber trade has hardly 
begun yet. There is likely to be a large product at the 
mills, but, though navigation opens more than a month later 
than last year, so that there has been substantially no re 
ceipts down to this time this year, while a large amount had 
arrived last year, the yards in Chicago are still pro- 
vided with large stocks. April 1 there were 412,007 
thousand feet on hand against 279,324 thousands last 
year. Under these circumstances the demand for vessel, 
is not likely to be pressing. In the iron ore trade we 
bear of no charters yet. The price of ore has been consider- 





be favorable to the railroads. They have had so large a 
grain traflic since November, however, that they need not 
complain if they do not get much again until after harvest. 
But they will get most that is taken for consumption in the 
East, which is a larger and larger quantity every year ; 
and it will not pay them to compete too closely with the 
lake and canal route for the “oe gute. 


THE HANNIBAL & Sr. Joaxru RatLnoap, as is reported 
just as we go to press, has been transferred to the control of 
the Chicago, Burlington & Quincy, through the purchase by 
the latter of its preferred and common stock. The price 
paid, it is reported, is about 45 for the common stock, of 
which there are 91,687 shares, and par for the preferred, 
which amounts to $5,083,024. All but a few shares of 
the common stock were held, it is said, by the Jay 
Gould syndicate, which bought it last September, 
and with this syndicate the negotiations were made. All 
the holders of the preferred stock, it is said, are to have the 
right to sell their shares at the price agreed upon. At this 
rate the whole cost of the stock will be about $9,209,000. 
The price is to be paid in the 5 per cent. bonds of the Chi- 
cago, burlington & Quincy Company, which now sell at par 
or a little more. The latter company, therefore, will pay 
$460,000 a year for the control of the road, whose profits 
above fixed charges were $370,206 last year, and have been 
but once in ten years as much as $460,000. For the last 
five years they hrve been : 

1878. 1879. 1880. 1881. 1882, 
$213,916 $108,277 $608,514 $207,194 $370,206 

The company has had besides a considerable income in 
past years from its land grant; but the land is nearly gone 
now, though about $2,000,000 more is due on account of it. 
No dividends were puid on either class of stock from 1871 
till 1880. In the latter 64¢ per cent. was paid on the pre- 
ferred, in 1881 7 per cent., and last year 614 per cent. 
The prospect of earning a dividend on the common 
stock seemed very remote, though the road 
making a large gain in earnings this year 
and has had a goodly share of the Kansas traffic. Its im- 
portance to the Burlington Company, with that of its other 
controllable lines, is not measured by its direct profits, 
actual or probable, however. It commands considerable 
traffic, most of which the Burlington & Quincy has always 
had, and which, of course, it does not want to lose. 

It does not control the Burlington’s connection with the 
Missouri River points, however, and could not cut it off from 
them; the purchase of the Kansas City, St. Joseph & Council 
Bluffs and the Chicago, Burlington & Kansas City was 
made largely to prevent this, and does prevent it. But 
from time to time the Hannibal & St. Joseph has threat- 
ened to build lines of its own parallel with the Burlington 
from Quiney to Chicago, and in a favorable condition of 
the money market it might be able tc do this, not with 
much advantage to itself, but with great injury to the Bur- 


is 


lington Company. The acquisition of the Hanni- 
bal & St. Joseph must be looked upon as largely 
and perhaps’ chiefly a defensive measure — more 


important as preventing losses than as adding to gain. It 
is a natural part of the Burlington system, and the new 
purchasers can make better use of it than could any otber 
company. The price paid is pretty high. The common 
stock, held as it was, could be kept at almost any price, and 
has been quoted lately at 40 to 42. But the preferred has 
not often sold above 85 for some months. 


IMMIGRATION IN MARCH was materially less this year than 
last, as has been the case for some montbs. The arrivals 
were 38,730 last March, against 65,2234 last year, showing 
a falling off of 26,504 or 40 per cent. In 1881 the arrivals 
in March were 44,056. In March immigration usually first 
begins to be large—about up to the average of the year, 
but for some montbs afterwards it is larger. 

For the nine months of the fiscal year 
March the arrivals were 339,214 this year, against 440,- 
327 last year, a decrease of 101,113, or 23 per ceat. Though 
March may be considered the first month of the season of 
immigration, do not know why it should not 
fairly indicate the course of the movement for 
the season. The causes’ which induce’ im- 
migration usually work slowly; each immigrant’s 
journey is usually determined months beforehand. A 
change in the condition of the class of people who emi- 
grate, either here or abroad, is usually not sudden, and it is 
such changes that determine whetber few or many shall 
seek new homes in America. Harder times in Europe or 
better times in this country—more employment at good 


ending with 


we 


wages, especially for unskilled labor—will stimulate tbe 
movement. But it must not be thought that the immigra 


tion islight now. Though greatly exceeded last year and 
somewhat the year before, it is larger than in any previous 
year, and probably larger than the average will be bereaf- 
ter. 


closer relation to 
The South 


EXPORTS AND ImPpoRTs do not bear any 
each other than formerly at the several ports. 


ably reduced from last year’s figures, and there are enough | ern ports have developed a considerable export trade, chiefly 


iron works closed to make it probable that the con-| 
sumption ofores at least in the first part of the season wil! | 
be less than last year, though possibly not. The lumber and | 


ore trades employ so many vessels that they have a decided | 
require | 


effect on the rates on grain. If they 
ouly as many vessels as last year, higher grain 
rates may be looked for, us there is a great deal more grain 
in the country, and especially vastly more for export, and 
the season opens much later,so that the same number of 
vessels cannot make as many trips this year ; and this will | 


in cotton, but this year also to a considerable extent in 
grain, from New Orleatis. The South Atlantic and 
Gulf ports (Norfolk and all further south) last February 
| exported goods valued at $19,684,976, which is 30 per cent. 

of the total exports of the United States for the month; but 
they imported $1,575,701, or but 2.8 per cent. of the whole, 

and $1,013,331 of this was at the single port of New Or- 
leans, which is so well situated for importing 
from the West Indies for the West that one might 
think that the whole Western supply would come that way. 




















But New York imported 40 times as much last February, 
and the imports of New Orleans do not begin to supply {the 
country in its immediate vicinity. Yet New Orleans in this 
month had exports equal in value to more than one-third 
of the exports of New York. Boston, however, imports 
more in proportion than it exports, more than all the South- 
ern ports together and more than any other three places on 
the Atlantic coast, except New York. Philadelphia, whose 
exports bave been falling off, maintains its imports. They 
are twice as great as Baltimose’s, though its imports are but 
half as great. But New York, as ever, has the lion’s share 
of the imports, amounting to 71.9 per cent. of the total and 
73.5 per cent. of those oeeeny on the Atlantic coast. 


A Taroves LINE FROM SAVANNAH TO MOBILE AND NEW 
ORLEANS has been opened by the extension of the Savannab, 
Florida & Western road to Chattahoochie, where it con- 
nects with the new Pensacola & Atlantic road. The line is 
a direct one, save for a detour from Pensacola northward, 
and is very much shorter than any route over which 


vail connection from Savannah to New Orleans could 
bave been made _ heretofore, By it the distance 
from Savannah to Pensacola is 419 miles: 


to Mobile 524,and to New Orleans 665 miles. The Savannab, 
Florida & Western Company announces the making of close 
corucctions and sale of through tickets not only to New 
Crleans, but over the Southern Pacific to E] Paso and San 
Francisco. Itis not probable that much of the through 
travel will take this route at present, but it is the first direct 
connection of the Southern Pacitic with any South Atlantic 
port, and so may be said to complete the Southern route 
across the continent. 





Foreizn Railroad Notes. 


There is talk in Russia of holding anexhibition of railroad 
appliances in St. Petersburg. 

The Moscow & Kursk Railroad Company having intro- 
duced a system of paying pensions to employés, the fund 
for which is formed by deducting a certain percentage of 
the pay of the employes, has given notice that after six 
months ewploy¢s who do not contribute to the pension fund 
will be discharged. 


A passenger on the Berlin City Railroad, being in haste, 
opened the car door (a side door) as the train was approach- 
ing the station, and before it stopped jumped out and fell on 
the station floor. He was thereupon seized by the station 
men and held till be could be identified and proceeded against 
in court for violating the rules of the road in getting off the 
train before it had come toa stop. The court found him 
guilty and sentenced him to pay a fine of 30 marks (37.30), 
which was afterward reduced to 10 marks. 

Another recent decision is that a person ridivg on this city 
railroad without a ticket may not onlv be fined, but is liable 
to criminal presecution. 


The recently published very elaborate and minutelv ac- 
curate statistics of the railroads of the German Empire show 
that in 1881 there were 


20.923 miles of main track. 
, 


6.145 second track. = 
22 third track 
pa 4 3 fourth track. 
and 8.510 - 


sidings and switch connections. 


making 35,6024 


as 2,861 


tracks of all kinds, 

miles of these tracks were laid on iron 
being on iron cross-ties, and 2,048 on 
longitudinal sleepers. Besides, 268 miles rest 

blocks. 


\s many 
sleepers, 813 miles 


on stone 


A Portuguese railroad recently invited tenders 
tons of Bessemer rails. 


for 11,000 
Bids were made by German, Bel- 
gian and English works, and the contract went to Krupp 
of Essen, at 124.9 francs per ton of 2,204 Ibs., or $24.54 per 
ton of 2,210 Ibs. The following list of the bids will be in- 
teresting. They included delivery at some point in the 
exporting country, except in the three last cases 


men- 
tioned : 
Krupp, Essen, Prussia ‘ Bs) 
C Camme!ll & Co.. Sheffield. ’ “rt 
The Johy Cockerill Co., Seraing, Belgium 25, $t 
Buchum Works. Germ iny 27.48 
Angleur Steel Works. Belgium 29.39 
Cassainin & Co, Thy-le-Chateau 29.44 
Hiérde Works, Germany 30.22 

Debvered at Lisbon: 

Rhenish Steel Works, Ruhrort 29,24 
Richard Oakley & Co., England. . 28.14 
Shaw Brothers, Londen 28.50 


The German works very commonly accept orders for for- 
eiga countries at rates much lower than those which they ob 
tain at ho me. 


Another instance of the severity with which negligence of 
railroad employés is punished in Germany, is given by 
trial last March of three stationmen at Furth. One morn 
ing last September a live-steck train was run into a blind 
siding because of a misplaced switch, and many cars were 
thrown from the track, killing three employés and injuring 
ten more, and destroying property to the value of $20,000. 
The persops tried were a day laborer at the station, and two 
candidates for regular employment in the railroad service. 
The laborer had turned the switch to set off a car upon the 
siding, and, having his attention called away for a minute, 
forgot to close the switch, but started to varry the mail bags 
to the village, about 10 minutes distant. It was argued for 
him that he was overworked. The two candidates were re- 
quired by the regulations to inspect the switches and see 
that they were in order before the arrival of every train. 
The laborer had been in the service of the road 12 years and 
was acting as post-office messenger and switchman, in ad- 
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dition to performing his duties as laborer, endeavoring 
to gain adequate support for his family of four. As laborer 
he received 38 cents a day, and in the other capacities 
earned $7.30 a month. There was testimony that he got 
but three or four hours sleep a day. 

The prosecuting attorney asked that the man be sentenced 
to prison for a year, and the others for nine months each, 
and that all be disqualified from railroad service thereafter. 
The court sentenced the laborer and one of the candidates 
to six months, and the other to five months imprisonment, 
and to pay one-third of the costs each. 

Of the 14,680 miles of railroad (astde from local roads) in 
France in 1881, 12,738 miles were owned by the six great 
companies, the cost of which was about $1,890,000,000, to- 
ward which the government had contributed 3310,000,000, 
besides advances of about $120,000,000 for interest which it 
had guaranteed. The contract with the companies required 
them to construct a “new system of roads which were not 
expected, at first at least, toearn the interest on their cost.” 
But the state agreed to pay any deficit in the profits nec- 
essary to make up the interest on their cost and a sinking 
fund, while on the other hand the companies are required to 
pay over a part of the profits of their ‘‘old system” above a 
certain amount to pay off these advances of the state. 
When all paid off the companies have the whole of their 
protits. At present the government no longer has to make 
its share of the profits baing equivalent to what it 
has to pay on the guaranteed interest, and two of the com- 
panies, the Northern and the Paris, Lyons & Mediterra 
nean, have paid off all the government advances on this 
head, while two others, the Orleans and the Southern, have 
nearly completed this repayment, which will enable them to 
have the entire profits of their systems. The original con- 
tributions of the government toward the cost of the roads is 
not to be paid off at all, for the good reason that the title to 
the roads is in the state, to which they will revert at the ex- 
piration of 99 years from the time they were chartered, 
when the whole cost (through the sinking funds) and inter- 
est on it from the beginning will have been paid to the com- 
panies, if not by the profits on the traffic, then by the gov- 
ernment. By this arrangement the companies were guar- 
anteed a certain rate of interest on their investments and 
eventually the full return of their capital, with the chances 
of larger profits. 

The government owns 2,316 miles of road, including a 
large number of short lines in various parts of th2 country; 
but there are 1,260 miles in lines which form something like 
asingle system. Tuese lines are largely roads which the 
companies that undertook them were unable to complete, 
because they did not seem likely to be profitable. Some of 
these linesthe government leases to the great companies, 
som? to companies organized especially to work them, and 
some it works itself. Asa whole, they are very unprofitable, 
the working expenses being 96 per cent. of their gross earn 
ings. On many lines the expenses are more than the gross 
earnings—30 per cent. more on one line, and 17 per cent. 
more on others. Including interest, this system has cost 
$8,000,000 more than it has brought in during three years. 

A few years ago there was a very strong party which 
favored the purchase of the whole French railroad system 
by the state ; and a vast new system was laid out which it 
was intended that the government should construct : the 
method of working the new lines was left to be decided in 
the future. The work on these new lines has been costly so 
far ; a great deal has been begun and very little completed ; 
the financial condition of the country is less favorable than 
it was, and the partisans of the state railroad system seem 
to be less numerous and less determined, It even pro- 
posed that tbe new roads shall be parceled out among the 
six great companies, by special contracts, to be constructed 
and worked by them ; and though it is perhaps not probable 
that this will be done universally, still the time seems re- 
mote, when an exclusively state railroad system will be 
established, or a very wide extension of the present 
state system made. 
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The Prussian State Railroad management made some 
| competitive tests of continuous brakes in 1877, and again 
in 1880, It was then determined not to attempt for the 
| present to select a uniform brake for all purposes, but only 
for fast trains. The object being thus limited new competi- 
tive tests were made in September, 1881, and then whole 
trains equipped respectively with the Heberlein, the Smith- 
Hardy, the Westinghouse, the Sanders and the Steel & Car- 
penter brake were put on the Berlin & Breslau road and 
| run there from Oct. 15, 1881, to April 1, 1882, and further 
| experiments were made with extra long trains, Locomotive 
| Inspector Wichert recentiy reviewed before the Railroad 
| Science Society of Berlin the conclusions drawn from this 
|experience. The Smith-Hardy vacuum brake he said ex- 
celled in simplicity, and the readiness with which the train- 
men understood it. But it could not be tested satisfactorily 
while running, and it was more likely than any other to fail 
to work, and the brakes were not applied at the rear of the 
train as quickly or as powerfully as in front. 

The Westinghouse brake, Mr. Wichert said, was too com- 
|,plicated, and its operation difficult to understand. It was 
| least affected by the weather, simple to manage, but requir- 
ing much practice, one of the least likely to fail to work, 
operating instantly, and on all the cars alike, applied the 
brakes with a shock, could maintain the brake pressure 
uniformly, and took off the brakes almost instantaneously. 
| Brakes could be put on by if only so long as there was pres- 

sure in the main reservoir ; 
| could not be regulated. 

The Carpenter brake was the least likely of all brakes to 
fail to work, as it has no valves whatever ; it offered the 


| 
| 
| 


and the degree of the pressure 








least difficulty in its putting in and taking out cars from a 
train ; in rapidity of action it was not equal to some, as in 
a train of 20 cars the brakes went over the twentieth car 
about 15 seconds after they had been applied on the first , 
and it was about 20 seconds before the, brakes were taken off 
the rear car. The degree of pressure could be regulated 
exactly. 

Automaticity was considered indispensable by the au- 
thorities, and it was agreed that the choice lay between the 
Westinghouse and the Carpenter brake. The Westinghouse 
had the advantage that it worked quicker, consumed less air 
and therefore could be applied oftener in running a short 
distance; but the rapidity of its action depended upon or- 
gans which must be exactly inorder and work perfectly. If 
anything out of order in these parts it may cause the 
brakes to go on at an improper time or prevent taking 
thei off after they have been applied. It is difficult for train- 
men to understand and is felt unpleasantly by the passengers 
and injures the rolling stock, as only a very skillful engine- 
man by practice succeeds in attaining the brake pressure he 
desires, and regulates the speed of the train properly. The 
Carpenter brake has none of these disadvantages. Whetherits 
disadvantages, consisting in the longer time it requires to apply 
and remove the brakes, outweigh those of the Westinghouse 
depends largely, said Mr. Wichert, on what is chiefly desired, 
the use of the brake asa safety brake or for general ptr- 
poses. Certainly cases may occur where accidents would 
be prevented by the Westinghouse brake, but not by the 
Carpenter. But when it is considered that such occa- 
sions occur but seldom, especially where, as in Ger 
many, but one train at a_ time permitted be™ 
tween adjacent stations, preference must be _ given 
to the brake which, always trustworthy and quick to act in 
cases of danger, can be most certainly depended upon in 
ordinary operation, and has the least unfavorable effect on 
the rolling stock and the passengers. In view of this, and 
considering that the Carpenter brake is capable of further 
improvement and simplification, this brake was adopted for 
introduction on fast trains on the Prussian state railroads, 
For less important trains the Heberlein brake was adopted, 
which the experiments showed to be most affected by the 
weather, very hard work for} the trainmen to manage,” 
next to the Hardy brake the most likely to fail to work, 
extremely difficult to manage in taking on and putting off 
ears, acting instantly on the first car off a train, and five 
or six seconds later on the twelfth, devoid of elasticity, and 
slow in taking off brakes. 


is 


is 


National ‘Exposition o of Railroad Appliances. 


The following circular is issued by the Secretary, under 
date of April 14, to exhibitors: 


It is desired that exhibitors will particularly notice that 
portion of Rule IV. which requires allotments of space to be 
occupied on or before May 20, and that they will earnestly 
aid the management of the Exposition in its determination 
to have every thing in complete readiness on the opening 
day. That an Exposition founded upon and devoted to 

railway interests, should illustrate, among other things, the 
promptuess and accuracy so essential to the management of 
railway affairs, is a fact that must appeal with special force 
to every exhibitor, and that will certainly be appreciated 
by the railway puat of the country and by the general 
public. To this end it is earnestly requested that the prep- 
aration of exhibits, and their early delivery at the Exposi- 
tion building, be not prejudiced by any delays possible to be 
avoided. 

Such is the character of the bulk of exhibits that con- 
siderable time will be required in putting them in place, and 
any delays which might postpone the completion of the 
work until after the opening hour would produce confusion 
and jeopardize the completeness of the success that ncw 
promises to be without a parallel. 

There is every indication that the attendance will be very 
large from the opening day. In fact, one of the most im- 
portant meetings of railway officials to be held in this city 
during the Exposition has been called to convene before the 
first week of its existence shall have passed. Then, too, it 
is proposed to make the opening exercises an event of much 
importance and great interest, increasing the necessity of 
having everything in place and in perfect order on the day 
named. 

Exhibitors cannot fail to realize that not only the public, 
but themselves, will be sufferers from any delays, and it is 
believed to be only necessary to suggest to them the great 
importance of promptness in this matter. 

Reasonable forethought and timely action will avoid all 
embarrassmeots, and make this Exposition, in every re- 
spect, a remar kable success. 

The Exposition building is now open for the reception of 
exhibits and for the making of such preparations as exhib- 
itors may desire. 

The Commissioners rely upon the bearty codperation of 
exhibitors in producing this important result, 


THE SCRAP HEAP. 


Locomotive Building. 


The Baldwin Locomotive Works in Philadelphia recently 
shipped to the Denver & Rio Grande road three narrow- 
gauge engines with fire-boxes adapted to the use of the an- 
thracite coal found in the Gunnison region in Colorado. 

The Rhode Island Locomotive Works iu Providence have 
completed a heavy passenger engine for the Boston & Provi- 
dence road. Itis intended to run the Shore Line fast ex- 
press. 

The Manchester Locomotive Works in Manchester, N. H., 
are building a locomotive for the Mt. Desert road, which is 
similar in design to the engine used on the Mt. Washington 
road. 

The Taunton Locomotive Works in Taunton, Mass., have 
lately completed an engine on a plan patented by Robert L. 
Walker, which is expected to avoid smoke and sparks and 
to save some fuel. Tt is now being .tested on the Boston & 
Maine road. 


Car Notes. 

The Pullman car shops in Detroit recently shipped two 
new sleeping-cars to the Kentucky Central road. The shops 
at Pullman are building several complete trains, including 
baggage, passenger, dining and sleeping cars, to run between 
New York and Chicago over the new Erie line. 

McKee & Fuller at Catasauqua, Pa., are building a number 








APRIL 20, 1883] 


THE RAILROAD GAZETTE. 


283 








of light open passenger cars, to run on the Switchback road 
at Mauch Chunk, Pa., duriag the summer. 

Tbe shops of the Ashland Coal & Iron Co., in Ashland, 
Ky., are building a number of coal cars, 

Bridge Notes. 

It is reported that the Central Bridge Co., of Buffalo, 
has secured the contract for the new bridge which is to be 
built over the Niagara River for the Canada Southern 
road. 

The Delaware Bridge Co., of New York, has taken the 
contract to build a bridge over the Mohawk River at Hoff- 
man’s Ferry, N. Y., for the Boston, Hoosac Tunnel & West- 
ern road. It is part of the spur connecting that road with 
the West Shore line. 

Iron Notes. 


Ata meeting of the stockholders of the Union Iron & 
Steel Co. in Chicago, April 14, the directors reported that 
an offer had been made to the creditors to compromise all 
indebtedness at 5U per cent. in stock and 50 per cent. in the 
notes of the company at six months, bearing 6 per cent. in- 
terest. Half the creditors agreed to the proposition, and if 
two-thirds of the number come to terms, the company hopes 
to get its affairs in shape so as to start the works on Jume 1. 
The total indebtedness is about $2,000,000. The stock- 
holders approved the action of the board, and voted to in- 
crease the capital stock to $3,000,000. 

James Marshall & Co., iron manufacturers, of Pittsburgh, 
made an assigament April 16 to George L. Whitney. The 
liabilities are stated at $1,500.000, the assets at $1,250,000. 
The failure is attributed to speculation in pig-iron, of which, 
itis said, James Marshall bas been buying largely since 
1879, ‘‘under the belief that prices must advance.” The 
Pittsburgh banks are the principal creditors, but hold col- 
laterals which will realize the amount of paper they hold. 
Among the outside creditors are Marshalls Brothers, Phila- 
delphia; the Rockhill Furnace Co., Fayette; Receiver Brown, 
of Brown, Bonnell & Co., Youngstown, O.; Hogsett, Hanna 
& Co., Uniontown, Pa.; the Dunbar Furnace Co. and the 
Fairchance Furnace Co. 

The works of the Colorado Coal & Iron Co. in South 
Pueblo, Col., in March turned out 1,929 tons of pig iron, 
—— tons of steel, 5,920 kegs of nails avd 512 kegs of 
spikes. 

The Lancaster Rolling Mill at Rohrerstown, Pa., was sold 
at assignee’s sale April 13, and bought for $18,000 by 
George Youtz. 

The Bethlehem Iron Co. in Bethlehem, Pa., has repaired 
and rebuilt its No. 2 furnace, and it is nearly ready to go 
into blast. 

No. 8 furnace of the North Chicago Rolling Mill Co. at 
Bay View has gone into blast. The company has shut down 
its rail .aill, and it is uncertain when it will be started up 
again. 

Brown, Bonnell & Co. at Youngstown, O., have three of 
the four mills at work, and the Receiver reports plenty of 
orders on hand. 

Witherow & Gordon in Pittsburgb, have contracts for re- 
building several large blast furnaces. 

The Lake Shore Tube Works (formerly the Ohio Tube 
Works), of Cleveland, Ohio, has commenced the manufac- 
turing of iron pipes and tubing. The works are now in the 
hands of men of large experience, with sufficient capital. 
The Rail Market. 


Steel Rails.—Sales are reported of several small lots and 
one order of 30,000 tons has been placed, prices continuing 
at about $38 to $39 per ton at mill for heavy rails, and $40 
to $42 for light sections. The heavy orders for the season 
have nearly all been placed. 

Rail Fastenings.—Spikes are quoted at $2.60 per 100 Ibs. 
in Pittsburgh, with only a moderate business. Track bolts 
are quoted in Pittsburgh at $3.25 per 100 lbs. for square 
nuts, and $3.35 to $3.45 for hexagon nuts. Splice bars, 2 
to 2.10 cents per pound. 

Old Rails.—Old iron rails are offered at $24 to $24.50 per 
ton in Philadelphia for tees, but buyers consider them still 
too high aud do not offer more than $23 to $23.50. 

The East River Bridge. 

The New York Evening Post of April 18 says: ‘‘ A num- 
ber of men were at work this morning at the New York end 
of the East River bridge, setting in position the blue stone 
steps which will lead to the footwalk of the bridge from the 
sidewalk of the street. There will be five of these steps on 
the New York end of the bridge, while at the Brooklyn end 
the promenade will be level with the sidewalk. Work is ad- 
vancing very satisfactorily on the bridge and approaches, 
but there is still considerable work to be done before the 
bridge can be thrown open for travel. The planking on the 
roadways and on the promenade for foot passengers is com- 
pleted, and the work of placing the posts for the electric 
lamps is now going on. These lamps will be arranged 
along the trusses on either side of the promenade at dis- 
tances of 150ft. Those on the down-stream side of the 
bridge are already in position. By this arrangement they 
will give ample light to both roadways as well as the 
promenade. The work of painting the bridge is also com- 
pleted, with the exception of the over-floor stays from the 
towers to the bridge and the cables. The cables wiil be 
painted white, and the bands holding the suspender bars 
will be painted black. The riveting is nearly completed, 
and there are now only two gangs of riveters at Work where 
last month there were ten times that number. At the 
point where the suspended part of the bridge joins the 
anchorages it will require some time yet to adjust the floor 
beams, and fasten them when properly adjusted. 

“On the New York approach the rails for the railroad are 
all laid and the ballasting is completed. On the Brooklyn 
approach no work bas yet been done. The track on the 
bridge will be laid on cross ties, resting on lateral girders 
placed upon the floor beams. The cable by which the cars 
will be operated has been received, and will be rigged as 
soon as the track has been laid. The cars will run across to 
New York on the up-river side of the bridge, and to Brook- 
lyn on the other side. The cars wiil be run into the passen- 
ger stations at either end of the bridge, where they will be 
switched to the other track. The work on the passenger 
stations is advancing rather slowly. The Brooklyn station 
is roofed in with boards, and workmen are now putting on 
the slate roof. Only the framework of the New York 
station is in position, but the contractors promise that the 
work of inclosing both buildings will te burried forward 
rapidly. The engine-house in Brooklyn is nearly fiuvished, 
and the chimney is about two-thirds completed. 

**Tn crossing the bridge on foot any one visiting Brooklyn 
will ascend the flight of steps at Chatham street, pass under- 
neath the passenger station and along an asphalt walk, up 
an easy incline to the suspended — of the bridge. 
Here he will have to climb a flight of eight steps to the foot- 
walk, and at the tower will have to ascend another flight of 
eight steps. Here the central pier in the tower divides the 
foot-way, and a platform has been built which extends over 
the railroad on either side of the foot-way. At the other 
side of the tower, a flight of eight steps leads down to the 
level of the promenade. Atthe Brooklyn tower a similar 
platform has been built, and at the Brooklyn anchorage 
another flight of eight steps leads down to the level of the 
promenade on the approach. 





‘‘The date of opening is at present fixed for May 24, 
when there will be a formal opening with appropriate cere- 
monies. 

Another Dead Beat. 


A person giving his name as Arthur A. Jones recently 
obtained a pass over the Ohio & Mississippi road, from Cin- 
cinnati to St. Louis, and return. on a letter purporting to be 
from General Superintendent C. Harris, of the Chicago & 
West Michigan road. The pass, it was ascertained, was 
offered for sale in St. Louis a day or two later, and Mr. 
Harris disclaimed all knowledge of the man and proclaimed 
the letter a forgery. 








General 


Mailroad Wews. 


AND ANNOUNCEMENTS. 


Meetings. 


Meetings will be held as follows: 

Canadian Pacific, annual meeting, at the office in Mont- 
real, May 9, at noon. Transfer books close in New York 
April 17 ; Montreal, May 5. 

Chicago, Milwaukee St. Paul, annual meeting, at the 
office in Milwaukee, June 4, at noon. Transfer books close 
May 17. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 7. Transfer books close May 5. 

Chicago, St. Paul, Minneapolis & Omaha, annual meet- 
ing, in St. Paul, Minn., June 9. Transfer books close 
May 8. 

Pittsburgh, Fort Wayne & Chicago, annual meeting, at 
the office in Pittsburgh, Pa., May 16, at noon. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, June 4. 


; Dividends. 

Dividends have been declared as follows : 

Atchison, Topeka & Santa Fe, 144 per cent., quarterly, 
payable May 15. Transfer books close April 21. 

Baltimore & Ohio, 5 per cent., semi-annual on Washing- 
ton Branch stock, payable April 17; and 5 per cent., semi- 
annual, on Main Stem: siock, payable May 16. Transfer 
books close April 25. 

St. Louis, Alton & Terre Haute, 7 per cent. on preferred 
stock, payable May 1. Transfer books close April 25. 

St. Paul, Minneapolis & Manitoba, 2 per cent., quar- 
terly, payable May 1. Transfer books close April 20. 


Railroad and Technical Conventions. 


The Joint Executive Committee will meet in Commissioner 
Fink’s office in New York, April 25, to consider the differ- 
ential rate agreement and the pooling of passenger busi- 
ness ; also the readjustment of the east-bound freight pools. 

The Passenger Conductors’ Life Insurance Co. will hold 
its annual meeting at the Grand Hotel in Cincinnati, 
May 16. 

The Car Accountants’ Association will hold its annual] 
convention in Philadelphia, May 22. 

The Association of American Railroad Superintendents 
will hold its fifth meeting at the Grand Pacific Hotel in 
Chicago, May 28. 

The Master Car-Builders’ Association will hold its 
annual convention in Chicago, beginning June 12 next. 
The meeting will be held in the Grand Pacific Hotel. The 
charge at the hotel to members will be $3 per day for ordi- 
nary rooms. | 

The Association of Railroad Telegraph Superintendents 
will hold its annual meeting at the Grand Pacific Hotel in 
Chicago, beginning on Wednesday, June 13. The Execu- 
tive Committee has decided to change the date to June 13. 
from May 16, the date originally fixed, in order that mem- 
bers may have an opportunity of visiting the exhibition of 
Railroad Appliances. 

The Yard-Masters’ Mutual Benefit Association will hold 
its annual meeting in Denver, Col., June 13. 

The. Master Mechanics’ Association will hold its annual 
convention in Chicago, June 19 next. 

The American Society of Civil Engineers will hold its an- 
nual convention this year at St. Paul and Minneapolis, 
Minn., beginning June 19. The full arrangements will soon 
be announced. It is also proposed to make special provision 
for a visit to the Exposition of Railway Appliances at 
Chicago, before proceeding to St. Paul and Minneapolis. 

The American Instilute of Mining Engineers will hold its 
next meeting at Roanoke, Virginia, during the first week in 
June. A detailed programme of sessions and excursions will 
be issued early next month. Members are requested to send 
to the Secretary, Prof. T. M. Drown, Easton, Pa., as soonas 
possible the titles of the papers they intend to present at 
this meeting. 

The General Baggage Agents’ Association will hold its 
next semi-annual meeting at the Tremont House, Chicago, 
Aug. 8, 

the New England Read-Masters’ Association will hold its 
first annual meeting in Boston, Sept. 20. Further particu- 
ars will be given hereafter. 





MEETINGS 


Association of American Railroad 


dents. 


The fifth meeting of this Association will be held at the 
Grand Pacific Hotel, Chicago, Ill., on Monday, May 28, 
1883, beginning at 10 a. m. 

Business to come before the meeting: 

1. The election of honorary or other members. 

2. Reports from Committee on Honesty of Conductors. 

3. Reports from Committee on Free Passes. 

4. Report from Committee on Train Crews and Equip- 
ments of Freight Trains. 

5. The consideration of a proposed amendment of Article 
I of the by-laws. 

6. Unfinished business. 

7. The consideration of such other business as may be 
presented. th 

Superintendents who bave signified their intention of be- 
coming members of the Associatiun, are invited to be present 
at this meeting. 


Superinten- 


. APPOINTMENTS. 


ELECTIONS AND 





Allegheny & Western.—The officers of this new company 
are: President, B. K. Jamison, Philadelphia; Directors, A. 
H. Steele, Titusville. Pa.; J. F. Blair, Wm. Waugb, Green- 
ville, Pa.; J. H. Kershaw, W. R. Meridith, Arnold G. 
Plummer, Philadelphia. 


Alliance & Lake Erie.—Mr. J. B. Lawley has been ap- 
inted Superintendent in place of Mr. W. E. Lewis, who 
oe gone to Mexico. 


Baltimere & Ohio.—Mr. John Thomas, Superiutendent of 
the Chicago Division, having resigned, head of departments 
on that division will hereafter report directly to Mr. B. 
Dunham, General Manager‘of the Trans-Obiodivisions. _ 

Mr. F. H. Britton has been appointed Assistant Train- 
Master and Chief Dispatcher of the Chicago Division, with 
office in Chicago. 





Carthage & Adirondack,—Mr, E, A. Bond, of Clayton, 
N. Y., is chief engineer of this road. 


Chicago & Alton.—Mr. O. Vaughn, receutly Superinten- 
dent of the Kansas Citv Division, has been appointed Divis- 
ion Freight Agent for the divisions of the road in Missouri. 

Mr. W. A. Beatty bas been appointed General Stock 
Agent, to represent the road in Texas. 


Cincinnati, Wabash & Michigan.—At the annual meeting 
in Elkhart, Ind., April 11, the old directors were re-elected. 
The board afterwaid re-elected the old officers as follows: 
President, J. H. Wade; Vice-President, Wm. Brigham; 
Secretary and Treasurer, W. 8. Jones; General Manager, 
Normau Beckley ; Superintendent, ©. W. Lamport; Auditor, 
- H. Craig; General Freight and Passenger Agent, Owen 

Rice, 


Davenport, Iowa & Dakota, At the annual meeting in 
Davenport, Ia., April 5, the following directors were chosen: 
H. W. Bailey, 8. H. Bauman, Wm. Clausen, 8. H. Gilman,. 
James F. Lane, Jans Lorenzen, J. H. Murpby, J. R. Nut- 
ting, Henry Peterson, Edward Russell, W. C. Smith, J. 8. 
Stacey, Jonn D. Waiker, W. C. Wadswortb, A. F. Wil- 
liams. The board elected James F. Lane, President; Jans 
Lorenzen, Vice-President; H. ©. Fultoo, Secretary; Ed- 
ward Russell, Treasurer. Office in Davenport, lowa. 


Detroit, Lansing & Northern.—Mr. John Doyle is ap- 
pointed General Road-Master, with charge of the entire 
line. 

Mr. B. Rustine is appointed Division Road-Master, in 
charge of the line from Grand Trunk Junction (Detroit) to 
Ionia; Mr. George Light, Division Rvoad-Master, in charge 
of the main line from Ionia to Howard City and the branch 
from Stauton Junction to Big Rapids. 


Duluth & Northwestern.—The officers of this company 
are: President, R. S. Munger; Vice-President, O. P. 
Stearns; Secretary, C. P. Bailey; Treasurer, Luther Men- 
denhall, Office in Duluth, Minnesota. 


Forest Park & Central.—This company has elected W. W. 
Walker President; Amos H. Schultz, Secretury. Office in 
St Louis. 


General Continental.—The directors of this new company 
are; George W. Frank, Corning, Ia.; Beasley H. Bonfoly, 
Unionville, Mo.: Henry Root, Wm. A. Richardson, H. G. 
B. Cummings, James R. O’Beirne, Michael Piggott, Quincy, 
Ill.: Wm. W. Hess, Shelbyville, [li.: John H. Coats, Win- 
chester, Ill.; Reuben Bloomfield, Toledo, Ill; John G. 
Drennan, ‘Taylorville, Il.: Wm. E. Strickland, Columbus, 
Ind.; John A. Burbank, Richmond, Ind. Office in Quincy, 
Illinois. 


Geneva, Hornelisville d& Pine Creek.—The following di- 
rectors were chosen at a recent meeting: M. 8. Blair, 
George D. Chapman, Frank 8S. Smith, Angelica, N. Y.; M. 
Jevkins, Charles A. Kimball, Archer N. Martin, J. B. Tuck, 
New York. 

Grand Trunk.—At the half-yearly meeting in London, 
England, March 29, the old directors were re-elected, as 
follows: Sir Henry Whatley Tyler, Sir Charles Lawrence 
Young, Lord Claud John Hamilton, Robert Young, Robert 
Gillespie, William Unwin Heygate, James Charles, Hon, 
James Ferrier, Rt. Hon. David Robert Plunket, Henry 
Doughty Browne, Col. Edward Chapliv, John Marnhaur, 
Major Alexander George Dickson. Sir Henry W. ‘Tyler is 
President ‘and Sir Charles Lawrence Young, Vice-President 
of the company. 


Illinois Central.—Mr, M. Gilleas, Road Master of the 
Iowa Division, is appointed Acting Superintendent, with 
office at Dubuque, Ia., during the absence of Mr. D, W. 
Parker 


Jacksonville, Tampa d& Key West.—Mr. Wm. Van Fleet, 
of Chicago, is President of, this company ; 8. B. Carter, of 
Chicago, Chief Engineer ; C. C. Collins, of Jacksonville, 
Fla., Assistant Engineer. 


Kansas Railroad Commission.—The new Railroad Com 
missioners of Kansas have chosen Henry Hopkins President, 
and E. J. Turner, Secretary of the Commission. 


Knox & Linecoln.—Mr. Frederick H. Low bas been chosen 
Treasurer, in place of Mr. Alexander, resigned. 


Missouri Pacific —Mr. George Olds is appointed Freight 
Traffic Manager. He will continue for the present to act as 
General Freight Agent also. 

Mr. H. H. Wellman is appointed General Storekeeper 
with office in St. Louis. He will have charge of the distri- 
bution of all supplies. 

Mr. 8. F. Sheldon has been appointed Superintendent of 
Telegraph in place of Miller Bullard, deceased. Mr. Shel- 
don bas had loug experience on this and other roads. 


New England General Passenger and Ticket Agents 
Association.—At a meeting held in Boston, April 18, the 
following officers were chosen: President, J. F. Liscomb, 
Portland Steam Packet Line: Vice-President, Walter Pearce, 
Connecticut Western: Secretary, C. A. Waite, Worcester & 
Nashua. 


New York Central & Hudson River.—At the annual 
meeting in Albany, April 18, the following directors were 
chosen : Chester W. Chapin, Springfield, Mass.: John Allen, 
Jr.. Buffalo, N. Y.; James M. Marvin. Saratoga Springs, 
N. Y.; Samuel F. Barger, Chauncey M. Depew, Cyrus W. 
Field, J. Pierpont Morgav, James H. Rutter, Augustus 
Schell, Wm. H. Vanderbilt, Wm. K, Vanderbilt, Cornelius 
Vanderbilt, Frederick W. Vanderbilt, New York. 


New York, Chicago & St. Louis.—Mr. L. Kimball has 
been appointed Superintendent of Bridges, with head 
quarters in Cleveland, O. He was recently on the Pitts- 
burgh, Cincinnati & st. Louis. 


Old Colony.—Mr. Frederick L. Ames has been chosen 
Vice- Presijent, a new office in this company. 


Ontario & Quebec.—At the annual meeting, April 10, the 
following directors were chosen: Adam Brown, A. B. 
Chaffee, Wm. Hendrie, H. C. Hammond, Duncan McIntyre, 
Peter Mitchell, E. B. Osler, George Stepben, J. R. Thibaa- 
deau. The board elected E. B. Osler President; J. R. 
Thibaudeau, Vice-President. 


Panama.—The board has elected J. G, McCullough Presi- 
dent: R. W. Thompson, Vice-President; E. B. Penfield, See- 
retary and Treasurer. ; 


Pittsburgh & Grafton.—This company bas been organized 
with the following officers: President, J. H. Hopkins, Pitts- 
burgh, Pa. ; Vice-President, Henry M. Matthews; Secretary, 
Randolph Stalnaker; Treasurer, Joseph S. Miller; Attorney, 
J. W. Mason. 


Reading & Chesapeake.—At the annual meeting last week 
the following were chosen : President, Henry Baumgardner ; 
Directors, John H. Baumgardner, David Blair, S. T. Davis, 
Robert J. Evans, 8. H. Price, Charles J. Rhodes, J. W. 
Swift; Secretary, 8S. H. Price; ‘Treasurer, S. B. Halstead. 











Tennessee Railroad Commission.—The Governor of Ten- 
nessee has appointed as Railroad Commissioners under the 
new law J. A. Turley, of McMinn County; John H. Sav- 
age, of Warren County, and G. W. Gordon, of Shelby County. 


Toledo, Cincinnati & St. Louis —Mr. George A. Sander- 
son is appointed General Freight and Passenger Agent in 
place of ‘T. H. Beale, resigned. Mr. Sanderson is now on the 
Mexican National road, and was formerly connected with 
the Denver & Rio Grande. 


Trinity & Sabine.—This company haselected R. S. Hayes 
President; H. M. Hoxie. Vice-President; D. S. H. Smith, 
Secretary and Treasurer. 


Wabash, St. Louis & Pacific.—Mr. George Olds is ap- 
pointed Freight Traffic Manager, with office in St. Louis. 
Mr. M. Knight will continue General Freight Agent. 

Mr. R. B. Lyle is appointed Purchasing Agent, relieving 
Mr. W.S. Lincoin. Mr. Lincoln continues Chief Engineer 
of the road. 


PERSONAL. 


—Mr. Milo Eastman has resigned his position as roadmas 
ter of the East Division of the Detroit, Lansing & Northern 
road, 


—Mr. T. H. Beale, for some time past General Freight and 
Passenger Agent of the Toledo, Cincinnati & St. Louis road, 
has resigned his position. 


—Mr. D. W. Parker, Superintendent of the Iowa Division 
of the Illinois Central, bas been given leave of absence for 
one year, on account of ili health. 


—Mr. James Aiken, for two years past Assistant to the 
Chief Engineer of the Buffalo, Ney York & Philadelphia 
‘road, died in Rochester, N. Y., April 11. He was a native 
of Scotland. 


—Mr. T. Henry Perkins, a well-known merchant of Bos- 
ton, died in that city April 10, aged 60 years. He was sev- 
eral years President of the South Shore Railroad Co., now 
merged in the Old Colony. 


—Mr. John Thomas has resigned his position as Superin- 
tendent of the Chicago Division of the Baltimore & Ohio 
road. He has been on the road several years; before going 
to the Baltimore & Obio he was for a number of years on 
the Cleveland & Pittsburgh road. 


-—The Mexican Financier of recent date says: “Mr. John 
Scullin, General Manager and Mr. R. C. Peebles, Superin- 
tendent of the Mexican National Construction Co., have re- 
signed their positions, to take effect immediately. The an- 
nouncement of these resignations has created surprise in 
this city, tha more so as under the efficient management of 
Mr. Scullin the road has made steady and gratifying pro- 
gress and its future prospects were never so bright. It is 
understood that dissatisfaction with the new general man- 
agement was the cause of the resignations. Mr. W. C. 
Buchanan, the efficient Consulting Engineer, has, it is re- 
ported, asked for indefinite leave of absence for the same 
reasons. 


OLD AND NEW ROADS. 








Allegheny & Western.—This company has been in- 
corporated to build a railroad from East Brady in Clarion 
County, Pa., west by south toa point near Butler, a dis- 
tance of about 20 miles. It is apparently intended to be an 
extension of the Shenango & Allegheny road. 


Asheville & Spartanburg.—A mortgage on this road 
has been authorjzad to secure an issue of $500,000 bonds, 
the proceeds of 'which are to be used to extend the road 
from Hendersonville, N. C., to Asheville, about 20 miles, 
and to buy additional equipments The road is now in ope- 
raticn from Spartanburg, S. C., to Hendersonville, 49 miles; 
the company has $1,050, 000 stock but no bonded debt. 


Atlantic & Pacific.—Track on this road is now laid for 
525 miles westward from Albuquerque, N. M., leaving only 
about 40 miles to be laid to reach the Colorado River. Dur- 
mae last two weeks about 12 miles of track have been 

aid. 


Baltimore & Ohio.—Tbis company has executed a 
mortgage to Wm. F. Burns, John Gregg and J. Harrison 
Garrett, trustees, upon its proposed Philadelphia Bbraneh 
from Baltimore to the Penusylvaina state line, to secure a 
proposed issue of £2,400,000 sterling 4'4 per cent. bonds. 
the proceeds of which are to be used to build the road. The 
deed also includes the assignment to the trustees of 
£1,000,000 bonds secured by first mortgage on the Balti- 
more and Philadelphia road, which is to extend from the 
Pennsyivania line to Philadelphia, so that the issue of 
£2,400,000 ($12,000,000) will in effect cover the whole line 
between Baltimore and Philadelphia. 


Boston & Albany.— The Boston Advertiser says: 
* During the past six months the Boston & Albany Railroad 
has carried in and out of Boston a daily average of passen- 
gers as follows, exclusive of Sundays: October, 16,792: 
November, 16.700: December, 16,951; January, 15,301; 
February, 15,462; March, 15,687; average per day for six 
months, 16,149. Even at this rate the total for this year will 
largely exceed the number carried last year, and without 
— average will be exceeded during the next six 
months,” 


Boston & Lowell.—At a special meeting in Boston, 
April 12, the stockholders voted to ratify the purchase of 
the Middlesex Central road, heretofore leased; alsu to ap- 
eee i issue of $250,000 new 5 per cent. bonds to pay for 
the road. 


Broadway Arcade,—The bill authorizing the construc- 
tion of the so-called arcade road under Broadway in New 
York has passed the New York Assembly, and now goes to 
the Senate. It provides for the building of a four-track 
railroad, with adjoining sidewalks, the level of the tracks to 
-be at least 18 ft. below the present street level. Its chances 
of being a law this year are not very great. 


Burlington, Cedar Rapids & Northern.—The at- 
tachments put on this company’s property in Minnesota, in 
the suit brought by the Northwestern Fuel Co. to recover 
damages for breach of contract, have been withdrawn. It 
is said that the matter has been compromised. 


Burlington & Northeastern.—A survey has been made 
of the first section of this road, from Cambridge Junction, Vt, 
to Johnson, 10 miles, and arrangements are now being made 
to begin work. The company intends to build the road 
through Hazen’s Notch into the upper valley of the Missis- 
quoi and thence to North Troy and Newport, making con- 
nections with the Southeastern and the Passumpsic lines. 


Canadian Pacific.—In regard to the opposition encoun- 
tered by this company to raising capital in England, Mr. 
Wm. Abbot, a prominent London broker, made the follow- 


THE RALROAD GAZETTE. 


ing remarks at the last Grand Trunk meeting: ‘‘ As the 
Chairman has referred to another matter, I must refer to it 
because it is of vital importance to the company—it is that 
of the conduct of the Canadian Pacific Railway. The Presi- 
dent is perfectly right that the Grand Trunk Co. is 
not without friends; and I am proud to add that [ consider 
I am one of those friends, andif Iseearaid being made 
upon your property by parties in Canada desiring to obtain 
capital in England for competitive purposes and aggression. 
rest assured I shall not hesitate to raise my voice, and wield 
my pen, with all the power I possess, to prevent them get- 
ting any money from this or any other country. Now it is 
just as well that it should be thoroughly understood that this 
aggression—for aggression it is—comes from the Canadian 
Pacific itself; they are responsible for it. The Grand Trunk 
made no aggression upon them. I weJl remember when the 
charter was granted, we rejoiced that money was to be 
found to develop the enormous territory north of Lake 
Superior, uniting British Columbia with Canada—a political 
railway; and we rejoiced that funds were to be found to 
open up such an enormous section of country under the 
British Crown. What has been the result? They shirked 
the line north of Lake Superior. You do not hear of any- 
thing being done there. They buy up competing lines to 
worry us; and why? What have we done for them? We 
have done everything for Canada. It bas had this effect— 
that it bas checked the flow of capital into Canada from 
England—that very capital which is the lifeblood of Can- 
ada, and it has dried up in consequence of that aggression. 
And who are the principal sufferers? Why, the Canadian 
Pacific Co. themselves. They have sown the wind, 
and are reaping the whirlwind. You have only to read the 
powerful address of Mr. Blake, the leader of the opposition 
in the Dominion Parliament, where he charges the Pacific 
Syndicate with having diverted funds from their original 
purpose, and the lamentable result which must flow to 
Canada from a policy of aggression such as this. Now, 
gentlemen, through you I speak to 20,000 people who are 
capitalists, and who have embarked their money in that 
country, expecting a return for it; 20,000 people must exer- 
cise in England an enormous influence, because capital is 
always sympathetic. When one body of capitalists have 
suffered disaster, other capitalists sympathize with them, 
and do not place their money in the same direction. Let it 
once be known that the purse-strings of England are closed, 
and then measures will be found to bring this wonderfully 
aggressive syndicate to its senses, and you will hear no 
more of competitive schemes. But if competition is to 
come, we are in a much better position than ever to meet it. 
I notice that in Mr. Blake’s speech he asks, ‘ Why is it that, 
if the whole issue of this marvelous amount of stock which 
has been watered — you fully understand what that 
is? Itis the transfer of one figure into another amount of 
figures of a very much larger denomination—so small an 
amount has been subscribed in London? [am not going to 
deal with the Canadian Pacific with a gloved hand, for they 
do not deserve any consideration. The watering of the 
Canadian Pacific has been on such a gigantic scale that the 
capitalists of England, New York and Amsterdam had bet- 
ter know that by a stroke of the pen $15,000,000 have been 
transferred into $100,000,000. It is for part of the $100,- 
000,000 you are asked to subscribe ex the profits that the 
Canadian Pacific Syndicate may make out of their opera- 
tions. Mr. Blake expressed surprise that so small an amount 
should have been subscribed in London. I conld have told 
him there was no necessity for surprise at all. We are told 
a large amount of stock was taken in New York,-and a large 
amount wastaken in Amsterdam. Now, the Dutchmen are 
generally acute people; and | ama Dutchman if they sub- 
scribe anything like $2,000,000, and I shall require very 
reliable information before | believe that the Yankees have 
taken $4,000,000 in the Canadian Pacific Railway when 
they cannot sell their own stock in Europe, and why ? 
Simply for the reason that they are suffering from the 
same unscrupulous conduct which this Canadian Pacific are 
now indulging in. The ‘war of rates’ has not been forgot- 
ten, and that being sv, if men of high degree and state—high 
only from their wealth--can stoop to transactions like this, 
of bearing stocks, or lowering rates in order to bring 
prices down, the less capital that is intrusted to their care 
the better. Gentlemen, these things bring about their own 
cure, 


Canada Southern.--It is said that plans for the new 
bridge over the Niagara River have been decided on, and 
the contract let to the Central Bridge Co.. of Buffalo. The 
bridge will be a cantilever, about 900 ft. long and 245 ft. 
above the water, and will be a double-track bridge, largely 
of steel. It will be placed a short distance above the Sus- 
pension Bridge. 

Work has been begun on the construction of 10 miles of 
second track, from St. Thomas, Ont., 5 miles in each direc- 
tion. A number of long sidings are also to be built on the 
Western Division, so arranged that they can be made part 
of the second track hereafter. 


Central Pacific.—Work has been in progress some 
time on the extension of the Oregon Divisiow from Redding, 
Cal., northward, and some advance has been made in the 
grading. A considerable force is now employed in the pre- 
liminary work made necessary by the difficult nature of the 
country, building wagon roads to the surveyed live and 
doing similiar work, When the Colorado Branch of the 
Southern Pacific is completed, which will be in a few weeks, 
the whole construction force will be transferred to Redding. 
An engineer party is now engaged in revising the surveys 








already made through the cafions of the Upper Sacramento. 


Central Vermont.—In St. Albans, Vt., April 13, a 
hearing was given by the Chancellor on the petitions of 
John N. A. Griswold and another holder of trust debt to be 
made parties to the suit of James R. Langdon and others 
against the Central Vermont Railroad, the decree in which 
established the trust debt securities as paramount to all 
other liens on the property of the corporation. The peti- 
tion was opposed on the grounds that it would retard 
the pending settlement among the security-holders, and that 
it was brought to force a separate settlement with the peti- 
tioners. Mr. Griswold’s counsel muintained that the peti- 
tion was made in good faith, and solely for the purpose of 
securing the rightsof the petitioners as individuals under 
the disposition of the Langdon case. The Chancellor denied 
the petition asa matter of discretion upon two grounds: 
First, because of its tending to embarrass the settlement of 
the long-pending troubles, and, second, because the relief 
sought by the petitioners could be fully secured by individ- 
ual and new actions on their own account if desired. 

This decision probably disposes of these petitions finally, 
and it is thought that there will be no further delay in the 
reorganization. 


Chattaroi.—This road is now completed to Richardson, 
Ky., on the West Fork of Big Sandy, 5 miles southward 
from the old terminus at Peach Orchard and 48 miles from 
the northern terminus at Ashland. A new town has been 
laid out at Richardson, which is expected to be a place of 
some importance. 


Chicago & Atlantic.—The Chicago Tribune of April 





15 says: “ By the close of the present week there will be 
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completed for the Chicago & Atlantic Railway Co., in this 
city one of the largest and most substantial freight and 
general office buildings that has ever been erected west of 
New York. The structure, the building of which was begun 
last spring, is located onthe block bounded by Fourteenth, 
Fifteenth, Dearborn and Clark streets, and is 707 by 60 and 
80 ft. wide. It is constructed entirely of common brick. 
The office portion of the building is 80 ft. square and four 
stories in height, and is on the southeast corner of Clark and 
Fifteenth streets. There are about thirty rooms in the 
building and a fine passenger elevator about the centre of 
the structure. About this is a spiral stairway running to 
the top, made of oak and wainscoted with butternut. The 
first floor, which will be used for local freight business, is 


tinished entirely in the latter material, as_ is 
also the second floor, which has been — set 
aside for the General Manager, Chief En- 


gineer, Superintendent, and General Freight Agent. The 
trimmings of these two rvoms are all of bronze. The two 
upper floors are finisbed in the choicest white pine. The 
third fioor will be used by the Auditor and Road-Master, 
and the fourth will be devoted to local freight business, 
communication between that and the lower floor being 
rendered easy by means of two dummies for the trans- 
portation of way-bills, etc. The floors throughout the 
building are of kiln-dried white maple, and all the wood- 
work, which is of pilaster finish, with corner blocks and 
rosettes, is cil-dressed. Each department is supplied with a 
closet and wash-basin, and every room has an indirect and 
direct radiator, as wellasa grate with marble mantel and 
a place for a stove. Inallof the arrangements no pains or 
expense have been spared to make the apartments comfort- 
able and convenient. The basement of this part of the 
structure will be used for storage purposes. Already some 
furniture has been moved into the Auditor’s department, 
and by the last of the week all of the rooms will be ready 
for occupancy. 

‘That portion of the building which will be used for 
freight and storage, running south from the offices, is per- 
haps the largest and best constructed edifice of its character 
in the country. It is three stories in height, and is most 
perfectly arranged. The basement hasa floor of 4 in. of 
brick and mortar, covered with 1 in. of Portland cement. 
The supporters are iron columns running through to the top 
of the second floor every 16 ft. through the centre, and 
wooden columns with caps of the same material a like dis- 
tunce apart on either side of the entire length of the structure. 
Down the centre of the basement will be runa tramway with 
cars for the transportation of goods from one end to the 
other of the building. It is intended to use this mostly for 
storage. The second or freight floor is supplied with 14 
scales on the west, or receiving side, and 5 onthe east, or 
discharging side, for weighing goods as they go in and out, 
and each of these is supphed with a neatly-arranged house 
and desk for the weigher. At the south end of this floor 
there isan appartment 22 by 60 ft. set apart for the stor- 
age of bonded goods. At the ceiling every 16 ft. are girders 
of boiler iron 4 ft. wide, one end of which rests upon the 
wall and the other upon a support furnished by 
the iron columns spoken of as running from the 


basement. The third floor of the building has two 
scales, but is otherwise featureless, save as to the 
truss roof, which covers the entire structure. This 


has a largenumber of skylights, and isalso supplied with two 
gas-jets at each truss the whole length of the building. This, 
like the basement, will be used for the storage of goods that 
it is desired not to move for some time after receiving. At 
regular intervals in the centre of the building are five pow- 
erful hydraulic elevators, running from the basement to the 
second floor, which will be used in hoisting and lowering 
freight. On the Clark street side there is a space of 36 ft. 
to the street-curb, which will be covered with 3-in. oak 
plank, and on the west side, even with the second floor, is a 
platform from which goods can be loaded into the cars. 
At the south end of the office-building, running frem the 
first to the top story, isa large bay-window, from which the 
road-master, yard-master, and others can view every foot 
of the yards, which will contain 16 tracks. ; 

“The building was constructed by the Western Indiana 
Railway Co. which originally purchased the ground upon 
which it is located, and the plans were drawn by the engineer 
of that company, Mr. John F. Barney, Mr. Chas. H. Aldrich 
acting as Superintendent of Construction. When com- 
pleted, as it will be this week, the building will represent an 
outlay of about $200,000.” 


Chicago, Burlington & Quincy.— The following 
statement has been published for March and the three months 
ending March 31 : 


_ March. Three months. 
$2,348,087 $5,583,788 
960,072 2,666,653 


Earnings 
Expenses 
$1,387,015 $2,917,135 

For the three months there was an increase of 8901,437, 
or 19.3 per cent., in gross earnings ; an increase of $2,637, 
or 0.1 per cent., in expenses, and an increase of $898,800, 
or 44.5 per cent., in net earnings. Five-sixths of the 
increase in net earnings was made in March. 

This company is having surveys made for an extension of 
its Joliet, Rockford & Northern Branch from Rockford, 
Ill., to Beloit, Wis., and Janesville. It is reported that 
the survey is to be extended to Madison. 


Net earnings 


Chicago & Northwestern.—Tbe round-house and 
repair shop of the Winona & St. Peter Division at Winona, 
Minn., were destroyed by fire on the morning of April 11, 
and 10 locomotives were damaged. The loss is estimated at 
$35.000. 


[t is announced that this company will issue $10,000,000 
new 5 per cent. debenture bonds, and that the whole issue 
has been taken by a syndicate of New York bankers repre- 
sented by Kuhn, Loeb & Co., at a price not made public. 
The issue is made for the purpose of paying for the control- 
ling interest in the Chicago, St. Paul, Minneapolis & Omaha 
road, which the company bought some months ago. 

The new bonds will have 50 years to run, and a sinking 
fund of 2 per cent. yearly will be set aside for their redemp- 
tion, beginning in 1888, Among the members of the syndi- 
cate taking the bonds are Winslow, Lanier & Uo., August 
Belmont & Co., Jesup, Paton & Co., Drexel & Co., of Phila- 
delphia, and the Railway Debenture Trust Co., of London. 


Chicago & Western Indiana.—A dispatch from Chi- 
cago, April 16, says: ‘‘ Judge Prendergast, in the County 
Court this morning, gave a decision in the Suit brought to 
enjoin the Western Indiana Kailway Co. from condemning 
the Iand north of Twelfth street in this city, and by this 
process prevent the railway from extending its lines into 
the heart of the city. The bill urged that the company did 
not contemplate using the land it was seeking to condemn, 
but the Court ruled that the right of eminent domain could 
be restricted by legislative and not by judicial action. 
Under the ordinance the railway had the right to extend its 
line north to Van Buren street, and it was not the business 
of the Court to inquire for what purpose it contemplated 
using the land the railway was seeking to condemn.” 


Taare 
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Chicago, Milwaukee & St. Paul.—The following is 
an Official statement of the$ mileage of this road on March 1 
last: 


CHICAGO DIVISION. 
Main Line, Chicago to Milwaukee...................+seeese8 85 
Braneb, Libertyville Junction to Libertyville................ 3 
Wis 6550 6525: eSaacenphdegeatice Mearnn eds Seb pced bee 88 


LA CROSSE DIVISION. 














Main Line, Milwaukee to La Crosse........... ..---+-ssseeee 196 
Sun Prairie Branch, Watertown to Madison............. .. 37 
Madison & Portage Bra: ch, Madison to Portage............ 3y 
Viroqua Branch, Viroqua Junction to Viroqua............-- 32 
Necedah Branch, Lisbon to Necedah... ........ ..........- 2 
ic xasncnncns sdtensnintererdsaiets  eaaailas une 317 
PRAIRIE DU CHIEN DIVISION. 
Main Line, Milwaukee to Prairie du Chien..... ...... ..-... 194 
Lone Rock to Richlavd Centre. ...... .......0.205 cece sees 16 
Mazomanie to Prairie du Sac.........02. c.csoe sescccccees 10 
as 6:58. 65 5 aks (atndece bs cached Maa ea tho: ee RE ba 220 
CHICAGO & COUNCIL BLUFFS DIVISION IN ILLINOIS. 
Main Line, Chicago to Savanna................0..eseeee-eeee 138 
Dunning Line, Galewood to Dunning............ .........6 3 
Total... 5 carb tateoadgamtee ad dekas aaa en ea aan 141 
CHICAGO & COUNCIL BLUFFS DIVISION IN IOWA. 
Main Line, Savanna to Council Bluffs.....................+++ 349 
Tenwind Co COGRr TAS ~ oe ckcn. se0ksss. » drencarecccess 5 
Total nd beeen ebadbeneasienadiee kates 354 
MINERAL POINT DIVISION. 
Milton Junction, Wis., to Shullsburg, Wis.......... ... .... 76 
Warren, Til., to Mineral PONG, WIS. oc. ci cccccccsss ese cece 33 
Calamine, Wis., to Platteville, Wis. ........065 cccsccccccces 18 
DOR RORE, We ee, OO BION, WOME sec ckes ss codccsed sveseis 7 
Janesville, Wis., to Beloit Junction, Wis......... .........-. 14 
MIE Gs 0 ste? or chan 3A aie eee nae eee aaa 148 
WISCONSIN VALLEY DIVISION. 
Main Line, Tomah, Wis., to Merrill, Wis............. 108 
RIVER DIVISION. 
Main Line. La Crosse to Mitneapolis<via short line).... 139 
Oe, Pes Ne, ONE, PU ans coe acab he de suteda tess casaawne 6 
Stillwater Branch, Hastings to Stillwater, Mion ............ 26 
Tetel:..: .. isusia waa algls cis sie aacieae Venibin ul oRomeose 171 
IOWA & MINNESOTA DIVISION. 
Main Line, Me‘dregor to St. Paul and Minneapolis........... 214 
Decorah Branch, Conover to Decorah, Ia.. ......... ....... 9 
Elkader Branch, Beulah. Ia., to Stulta, Ia...... Se 14 
Cannon Falls Line, Northfield to Cannon Junction.... ..... 32 
I i a 5is idk on Sse nae gia es whee secasioes 269 
HASTINGS & DAKOTA DIVISION. 
Main Line, Minneapolis to Aberdeen, D. T................... 288 
Hastings Line, Hastings to Benton Junction........ .. ..... 54 
James River Line, Ellendale to Ashton...................... 70 
Whetstone Line, Milbank Junction to end of track....... . : 
WS: 6.55.3 05:4 ccnnet Sas SEREEE Gabe emennas ahha ntsesae ese c 445 


IOWA & DAKOTA DIVISION. 
Main Line, Calmer, Ia., to Chamberlain, D. T............... 399 


Ruoning Water Branch, Marion Junction to Running Water 62 
Austin Branch, Mason City to Austin......................6. 40 
Okoboji Branch, Spencer to Lake Okoboji. ...... .......... 17 


Estherville Branch. Emmetsburg to Estherville.... ........ 
James River Branch, Mitchell, D T.. to Letcher, D. T...... 


Total 






















Total has acetate a ake tai leealaly date a 168 
WABASHA DIVISION. 
Main Line, Wabasha to Zumbrota, Minn .......... ....... 59 
SOUTHERN MINNESOTA DIVISION. 
Main Line, La Crosse to Sioux Falls, D. T...... 350 
Mankato Line, Wells to Mankato, Minn.... 38 
James River Line, Egan, D. T.. to Howard Cit 47 
Total (ate chawbas Piura acess 3es Sue 435 
DUBUQUE DIVISION. 
Main Line, River Junction to Sabula Junction.. . 162 
Cascade Branch, Bellevue to Cascade, Ia... ... ....... 36 
Waukon Branch, Waukon Junction to Waukon 23 
Preston Bianeb, Caledonia Junction to Preston, Mion 58 
Volga Branch, Turkey River Junction to West Union, Ia.... 57 
Total ‘gis <RaK EARP R ROKER ixesaney! Saeee 
CHIPPEWA VALLEY DIVISION. 
Main Line, Wabasha to Central Junction, Wis........... 2 50 
Menomonee Branch, Red Cedar Junction to Cedar Fails... 20 
, | RR ER cree Fenn eee Oe: Ss aiek 70 
RACINE & SOUTHWESTERN DIVISION. 
Main Line. Racine to Lanark Junction, Ill................... 120 
Sane 00: ves THING aia s icsine acs! cee chs woes 56 
Eagle Branch, Eagle to Elkhorn....................sceeeeece 17 
Rockford Branch, Rockton to Rockford.............. 15 
Davenport Line, Davenport to Jackson Junction 153 
Clinton Branch, Elk River to Clinton....... bas 10 
Dubuque Branch, Farley to Paralta.... ..................005 44 
Maquoketa Branch, Eldridge to Maquoketa......... ........ 32 
Total....... PRS et Mine: 447 
NORTHERN DIVISION. 
Main Line, Milwaukee to Purtaye..............0. ceesessecee 101 
Ripon Junction to Oshkosh...... 20 
Horicon Junction to Winneconne..................+5+: 50 


Bush Line Junction to Berlin............ JESSE ES Me 7 
Milwaukee to Schwartzburg and Cement Mills 


NEE MIR sca. sox ce cus wakearsetecnica casmiedesesay 12 
rotal. 197 
Wee GEOG a cca ia tccesadsrds sues iu Maabebesics nae 4,528 


At the end of 1875 the company bad 1,400 miles of road, 
and the additions since that time, partly by construction 
and partly by purchase, have been 3,128 miles, an average 
increase of 447 miles a year. 


Cincinnati, New Orleans & Texas Pacific.—The 
gross earnings of the Cincinnati Southern Division for the 
quarter ending March 31 were: 1883, $565,924; 1882, 
$603,210; decrease, $37,286, or 6.2 per cent. The decrease 
was entrely due to the loss and interruption of business 
caused by the great flood in February. 


Cleveland, Delphos & St. Louis.—Work has been 
begun on the extension of this road from Mt. Blanchard, 
O., eastward to Carey, 11 miles. 


Concord.—A report comes from Boston that the Concord, 
the Northern and the Boston, Concord & Montreal com- 
panies will apply to the New Hampsbire Legislature for the 
necessary act to permit them to consolidate into one com- 
pany, to be known as the New Hampshire Railroad Co. 
Such an application will meet with much local opposition, 


Crooked Creek.—This road, which extends from Judd, 
Ia., on the Illinois Central road, northward 10 miles to the 
coal mines at Lehigh, has recently been changed from 3 ft. 
to standard gauge. Itjis now proposed to extend the line 
from Lehigh to Webster City, about 15 miles. 


Cumberland Mountain.—A survey is being made 
for a railroad from Sunbright, Tenn., on the Cincinnati 
Southern, 106 miles north of Chattanooga, westward to 
Bledsoe Stand on the plateau of the Cumberland Mountains. 
The distance is about 20 miles. It is pro to continue 
the survey from Bledsoe Stand down the Calfkiller River to 
Sparta. The parties chiefly interested in the proposed road 
are Messrs. Cyrus Clarke and Alexander Crawford, of New 
Castle, Pa., who own a large tract of coal and timber land 
in Fentress and Morgan counties. 


Curwensville & West Branch.—This company has 
been organized to build a railroad from Curwensville, Pa., 
the terminus of the Tyrone & Clearfield Branch of the Penn- 
sylvania Railroad, southwest 15 miles up the West Branch 
of the Susquehanna. 


Delaware & Hudson Canal Co.—This company is 
now extending the second track on its Albany & Susque- 
— line, from Bainbridge, N. Y., to Sidney Plains, 6 
miles. 


Duluth & Northwestern.—This company has been 
organized to build a railroad from Duluth, Minn., north- 
west to the Manitoba line. The line is parallel to the pro- 
jected Duluth & Winnipeg road. 


Denver & New Orleans.—This company has begun 
suit against the Atchison, Topeka & Santa Fé to recover 
$1,000,000 damages for the alleged refusal of the defendant 
to exchange business with the plaintiff's road, in accordance 
with the decision of the United States Circuit Court. 


Forest Park & Central.—The contract for building 
an extension of this St. Louis suburban road has been let to 
John Gibbons, who has already begun work. The extension 
is to run from Forsythe Junction northwest to the Missouri 
River, six miles above St. Charles, where connection willbe 
made —_— the extension of the St. Louis, Haun ibal & Keo- 
kuk road, 


General Continental.—This company has been or 
ganized for no less a purpose than the construction of a rail- 
road from Chesapeake Bay to Puget Sound, by way of Cin- 
cinnati, Quincy and Omaha, with a branch up into British 
Columbia. The principal office is in Quincy, Il., but, as 
befits so stupendous a project, branch offices are to be estab- 
lished in Boston, New York and Portland, Oregon. We are 
not informed as to when or where the building of the road 
will be begun. 


Geneva, Hornellsville & Pine Creek.—The line of 
this road, a contract for which has lately been let, is from 
Geneva, N. Y., southwest to Hornellsville, and thence south 
to Gaines, Pa., a distance of 122 milesin al]. The roadbed 
from Geneva to Naples, 30 miles, and a short section on the 
southern end were graded several years ago. 


Georgetown & North Carolina.—It is said that work 
will soon be begun on this road from Georgetown, S. C., 
northwest to Lancaster, and thence to the North Carolina 
line. The distance is abeut 140 miles. Georgetown is at 
the mouth of the Great Peedee, about 60 miles east of 
Cherlestown, 100 southwest of Wilmington, between which 
places no railroad reaches the coast ; but the country on the 
line is thinly peopled, and does not offer much traffic. 


Georgia.—The following statement is published for 
March and the fiscal year ending March 31 : 


March. Year. 
Gross earnings........ ceeeeeees $148,041 $1.314,482 
RE eT ae 694.769 
Oe Peer ee $63,603 $619,713 


These earnings do not include miscellaneous receipts. As 
compared with the previous year (after deducting miscellan- 
eous receipts from that year also), there was a decrease of 
$11,571, or 0.9 per cent., in gross earnings ; a decrease of 
$75,346, or 9.8 per cent., in expenses, and an increase of 
$63,775, or 11.5 per cent., in net earnings. 


Georgia Pacitic.—On the western end of tbe line work 
is now being pushed on the section of the 444 miles from the 
present end of tbe track in Walker County, Ala., to the 
coal mines. This section includes some very heavy work, 
and it will take some time to complete it. 


Grand Trunk and the Canadian Pacific.—On 
April 12 the managers of these roads in Canada received in- 
structions from London to prepare agreements for the set- 
tlement of all existing differeuces between the companies. 

The latest dispatches from London report that the pro- 
posed agreement between the two companies may fail, on 
account of objections and difficulties raised in Canada. 


Hannibal & St. Joseph.—It is announced that a sale of 
the controlling interest in this road to the Chicago, Burlington 
& Quincy Co. bas finally been agreed on after negotiations 
which have continued over several months. It is prebable 
that both buyers and sellers have been all aloug willing to 
trade, the only difference being over the price to be paid 
and this difficulty has been finally overcome. The agrec- 
ment has not been finally passed, but will, it is said, be 
signed in a day or two. 

The common stock has been held by Jay Gould and asso- 
ciates ever since the famous corner of last year, when they 
acquired it from John R. Duff, of Boston. Under tbe agree- 
ment now made, they are to deliver to the Chicago, Burling- 
ton & Quincy 90. shares of common stock (which is all 
of it except 1,687 shares) at 45, and that company also 


agrees to take all the preferred stock which may be offered 
at par. Payment is to be made in Chicago, Burling- 
ton & Quincy 5 per cent. bonds. The 90,000 


shares of common stock will require an issue of 34,050,000 
of these bonds, and should all the preferred stock be offered 
(which is hardly likely) $5,083,000 more’ will be needed, 
making in alla little over $9,100,000. By the last report 
the yearly interest charge on the Hannibal & St. Joseph 
was about $654,000, so that the road will cost the new 
owner about $1,110,000 yearly, supposing the full amount 
of preferred stock to be offered. Its net earnings last year 
were $1,043,825, and it can probably be made worth what 
it costs. 


Harrisburg & Gettysburg.—The stock of this com- 
pany having been all subscribed for, work will be begun at 
once on the grading. The road is to run from Gettysburg, 
Pa., northward about 20 miles to Hunter’s Run on the 
South Mountain road. It will complete a pretty direct line 
from Gettysburg to Harrisburg. 


Hartford & Harlem.—The Connecticut Superior Court 
has dismissed the suit begun by this company to enjoin the 
New York & Connecticut Air Line Co. from locating its 
line and taking other steps to complete its road. The Court 
holds that the Air Lime Co. has a legal existence, and that 
questions of interfering location are for the Railroad Com- 





mission to decide. 





Jacksonville, Tampa & Key West.—This company 
bas recently let a contract for clearing and grading the line 
from Jacksonville, Fla., to Palatka, about 55 miles, to James 
P. Taliaferro and D.G. Ambler. The line between these 

dints follows as closely as possible the line of the St. John’s 

iver. 


Jersey Shore, Pine Creek & Buffalo.—A_ corre 
spondent of the Rochester Democrat says of thisline : *‘ The 
road branches off from the Corning, Cowanesque & Antrim 
road, three miles this side of Wellsboro at a small place 
called Stokesdale, thence following what is known as March 
Creek, for nearly 9 miles. At this point is located a small 
station called Manchester. The road between these places 
is of gravel brought from some distance. 

“Beyond Manchester is a long caiion, being some 16 miles 
in length. Along the entire route not a house is to be seen, 
except those used by the workmen. Thescenery at this point 
is magnificent; the road running along on the left hand side of 
the mountain allows one to see all below, which is exceed- 
ing picturesque. The road-bed through tne cafion was almost 
entirely made by blasting. It is so constructed that another 
track can be laid at a small expense, as the large work of the 
road will early require. Beyond Round Island is Black- 
wells, named after Enoch Blackwell, who has resided here 
for 60 years. A freight house and a station has been erected 
at this point. Recently a hotel, a store and several saloons 
have been built. A few rods beyond the station is the first 
large bridge, being 400 ft. long and of three spans. The 
road runs through a wild region until it reaches a large 
pleasant village named Jersey Shore, thence to Williams- 
port, where it connects witb the Reading road. 

* The road has been constructed in the best possible man- 
ner and the grades are very favorable,considering the rough 
country through which it passes. The heaviest grade is 
about 20 ft. to the mile. The road is expected to be open 
by the Ist of July. The length of the road from Williams- 
port to Stokesdale is 65 miles, the Corning. Cowanesque & 
Antrim is 35 miles to Corning, the Syracuse, Geneva & 
Corning road is 72 miles, making a total distance of 172 
miles from Lyons to Williamsport.” 


Kentucky Central.—Track is reported laid on the ex- 
tension of this road from Paris, Ky., southward to Win 
chester, about 18 miles. Work is progressing steadily on 
the grading from Winchester to Richmond. 


Lackawanna & Pittsburgh.—The line of this road, 
as consolidated with the Alleghany Central, is to extend 
from the junction with the Delaware, Lackawanna & West- 
ern’s Buffalo Division near Perkinsville, N. Y., to a junction 
with the Genesee Valley road near Belfast, a distance of 45 
miles, with branches from Angelica to Olean, 42 miles, and 
from West Almond to Swains, 14 miles. It is proposed to 
lease the use of tracks from Swains to Nunda Junction, 15 
miles. Of this mileage 61 miles are now in operation, from 

lean to Swains, leaving 40 miles to be built. The company 
proposes issuing $2,000,000 first mortgage 6 per cent. bonds, 
being at the rate of $20,000 per mile. 

Contracts for building this road from Perkinsville, N. Y., 
westward 20 miles have been let to Blake Brothers and 
Westcott & Ames. 


Lake Superior, Willmar & Dakota.—This com- 
p2py has been incorporated to build a railroad from a 
point on the Northern Pacific road near St. Cloud, Miun., 
west by south to the Dakota line, with a branch into Lac- 
qui-Parle County. 


Maine Central.—The gross earnings of this road, in- 
cluding the leased European & North American road, for 
the five months from Oct. 1 to Feb. 28 were $1,121,000, 
against $992,090 for the corresponding period last year, a 
gain of $128,910, or 123 per cent. It is stated that the March 
earnings also show a considerable gain. 


Maryland Central.—Track on this road is now laid to 
Fallston in Harford County, Md., 23 miles from the termi- 
nus in Baltimore. The road is to be opened for business to 
the new terminus on April 23. The company expects the 
track to reach Belair, the county seat of Harford County, 
by June 15 next. The new portion of the road runs through 
a very attractive cpuntry, which has now rail connection 
with Baltimore for the first time. 


Massachusetts Central.—President Aldrich of this 
road has sent a circular to the bondholders, which says: 
“The trustees under the mortgage have deemed it expe- 
dient, before taking possession of the mortgaged property. 
to have an application in writing thereof signed by the 
holders of 50 percent. in interest of the bonds. Such appli- 
cation is herewith inclosed, and the same should be signed 
by each bondhoider, together with the address and amount 
of bonds, and returned promptly to the undersigned.” 


Memphis, Holly Springs & Selma.—Memphis papers 
report that work has ceased on this road, and the contract- 
ors have withdrawn their laborers. A meeting of con- 
tractors and other creditors was recently held in Memphis, 
at which several plans of settlement were proposed, but none 
of them were accepted, and the meeting adjourned without 
coming to any conclusion. It is said that there is nearly 
%200,000 due the contractors. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of latest date: 

Messrs. Wieser & Friesch, engineers, of this city, have 
been awarded a contract on the Zacatecas Division of the 
Central for constructing 22 kilometres (13°¢ miles) of heavy 
rock and tuonel work. 

The Government has approved and authorized the opening 
to public travel of the section of the National road from 
Maravatio to Acambaro. 

The railroad between Puebla and San Marcos bas been 
opened to public travel, having been previously approved by 
the Government Engineer. 

The inauguration of the short local line between Amozoc 
and Puebla took place on March ~0. 

A telegram from the Isthmus announces that the plans 
for the Tehuantepec Railroad are definitely decided upon to 
Paso Guayabo. Engineers are making final surveys from 
Chivela east. From 1.000 to 2,000 laborers are wanted im- 
mediately to begin work at Chivela. The Government En- 
gineer, Jose Maria Velasquez, has filed with the Department 
ot Public Works the plans for the line between Chivela and 
Tehuantepec, which have been approved. 

Extensive preparations are making on the National for 
the opening?of the Toluca Exposition on April 2. Minister 
Pacheco has ordered a special train for the day, and will 
preside at the opening as representative of the President. 
Rails are laid on the Pacific Division for 10 miles beyond 
Acambaro. . 

The Monterey papers announce that the work of construc- 
tion on the railroad from Topolovampo, on the Gulf of Cali- 
fornia, to Piedras Negras will shortly commence. 

Preliminary work has begun on the Huatusco Railroad 
and will be vigorously pushed. Local capital has combined 
to build the road. 


Minneapolis & St. Louis.—It is rumored that arrange- 
ments are being made to build an extension of this road from 
Minneapolis to Fargo, Dak., a distance of about 250 miles, 
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Nashville, Chattanooga & St. Louis.—This com- 
pany makes the following statement for March and the nine 
months of the fiscal year from July | to March BL ; 


: March, Nine months. 
Earnings........ . 8206, 164 $1,780,348 
Nd eee re 115,665 


987,689 





. B90 499 


Net earnings.... 
‘rest and taxes... 


int 


$304,037 


Surplus ... eee ee om se 

For the nine months there was an increase of $164,025, or 

10.1 per cent., in gross earnings; of $12,884, or 1.3. per 
cent, in expenses; of $151,691, or 23 


23.7 per cent., in net 
earnings, and of $188,110, or 83.2 per cent., in surplus 
earnings, 





Newfoundland.— This road is now completed from St. 
Jobn, on the island of Newfoundland, south by west through 
Holyrood 45 miles. A regular train is running between St. 
John and Holyrood, 33 miles. This section of the road is all 
through settled and cultivated land. The company expects 
to bave trains running this season from St. John to Harbor 
(irece and Carbonear, about 100 miles, this section consti 
tuting the Southern Division, and serving the district con- 
taining about 80 per cent, of the whole population of the 
island. The Northern Division, as projected, will extend 
from Harbor Grace to Hali’s Bav, about 240 miles. The 
company has a grant of 5,000 acres of land per mile, and a 
government subsidy of about $549 per mile yearly. 


New York & Long Branch —A spur is to be built 
this season from this road at Middletown, N. J., to Atlantic 
Highlands, a distance of about 5 miles. 


New York & New England.—During the month of 
Mare this company’s transfer steamer ferried 7,689 freight 
cars across the Hudson River at Newburg, against 4,463 in 
March, 1882. 

This company is to issue $500,000 more 6 per cent. car- 
trust bonds, to be known as series B. They have been 
placed through C. H, Venner & Co., who sold the $1,000,- 
Q0O bones of series A, lately issued. The new issue is ex- 
a cted iain all the equipment at present needed for 
the road, 


New York, New Haven & Hartford.—Work wil! 
soon be begun on a branch line to Savin Reck in West 
Haven, Coun.,a uoted summer resort. Tne branch will be 
about three miles long. 


New York & New Jersey Tunnel Co,-—A company 
by this name has been organized for the purpose of building a 
tunnel under the Hudson River, from the lower part of New 
York City to Jersey City. The proposed tunnel is to be at 
least 100 ft. below the surface of the river, with its New 
York terminus nearthe end of the Brooklyn Bridge ap- 
proach. The project appears to be in the paper stage as yet, 
and nothing definite has been given to the public as to the 
organization of the company, or the persons connected with 
it. 


New York Railroads.—A_ dispatch from Albany, 
\pril 18, says: ** Tbe annual report of the State Engineer 
on the railroads of the state was presented to the Senate to- 
aay, 

‘The report states that there are 324 steam railway com- 
panies in this state. Of this number only 260 have made 
reports. The total capital stock reported is $623,772,211; 
proportion fer this state, $397,386,453. Total funded debt, 
S447,531,788:; proportion for this state, $285,108,996. 
Total funded debt, $84,254.252; proportion for this state, 
$21,822,327. Total capital stock and indebtedness, 
S1.1¢ 58.248 ; proportion for this state, $704,- 
317,776, There are 7,369 miles of main lines iv 
operation and 2,689 miles of branches, The total number 
of miles of road in operation in this state is 6,641. There 
were 628 miles of railroad completed but not in operation 
Sept. 80, 1882, The number ot locomotives in use in the 
state is 8,541; and there are 2,297 first class passenger cars, 
There are also 552 second-class and emigrant cars. There 
ave 876 baggage, mail and express cars and 140,240 freight 
ears in use, The total cost of the roads in operation is 
$702,868,948, of which $464,105,946 is the proportion for 
this state. The total receipts from all sources were $118,- 
466,939; proportion for this state, $78,421,989. Total ex- 
penditures, $117,462,59%; preportion for this state, $73,- 
238.357. 

** There were 47 persons reported killed and 124 injured 
during the year.” 








Northern Pacific.—In answer to a letter from the editor 
of the Walla Walla Union in relation to the policy of the 
company as to Iccal business in Oregon and Washington, 
President Villard writes to that paper as follows : 

** Tl would say in general terms that thepolicy of our com- 
panies will not be like that pursued by the Central Pacific 
Railroad Co. in reference to interior points. The Northern 
Pacific and Oregon Railway & Navigation companies do not 


propose to charge IJccal rates that will prevent the 
development of distributing points in the interior. 
In other werds, to use your exemple, it is 


rot the purpese cf the management to charge rates to and 
from Walla Walla cqual to the rates between St. Paul and 
Portland, plus the rates from Portland to Walla Walla. I 
cannot at this time, in advance of the cempletion of the 
Northern Pacific Railrcad, say precise}y what the rates will 
be, but have nu bkesitation in saying that they will be so 
adjusted that Walla Walla will retain the custom of the 
country vaturally tributary to the plece. 

“TL expect to visit Oregon and Washington during the 
spring In eccmpany wilh our Superintendent of Traftic, and 
| hope to have the pleasure of discussing these matters in 
detail with the people of Walla Walla.” 


Ohio Central.—This company bas begun to run regular 
trains over the West Virgmia Division of its road, from 
Point Pleasant, on the Ohio River, to Charleston. 


Ohio & Mississippi.—Receiver Douglas reports to the 
Court for March as follows : 


RGR Gr IR Bi cya scnae hon consas sos cascue $47,405 
Receipts from all cources...........0 00.000 cecceaees 618,443 

ig ES» ah tecskatnives tee Rb BUS eORdg Ss) Bead ecevenis $665,848 
DUI ts ica Swi Ske hi csi bs eee ae noses 473,342 


Cash on hand April 1. ae $192,506 


The receipts for the month exceeded the disbursements 
by $145,101. Payments included $10,000 for coupons. 


Otd Colony.—At special meeting of the stockholders 
in Boston, April 16, a new code of by-laws for the corpora- 
tion was adopted, the only essential change being the in- 
sertion of a provision for a vice-president. It was voted to 
authorize the issue of notes or bunds of the corporation 
having more than one year to1un, to meet maturing in- 
dcbtecness and fer other purposes, the amount being left to 
the discreticn of the directors. Messrs. Adams and Barker, 
of the Treasurer's cffice, were authorized to approve bonds 
and notes issued by the corporation. Under authority of 
an ect of the Legislature, passed March 22, 1882, it was 
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voted to authorize an increase in the capital stock of | 
$12,000,000, It was also voted to authorize the construc- | 
tion of a branch railroad from some joint on the line of the 
road in the town of Quincy, through the gravel lands owned 
in that part of the town of Braintree known as Veazie’s 
plain. The details of this extension were referred to the 
directors with full po wers. } 


Ouachita & Choctaw.—A preliminary survey bas been | 
made for this road from Camden, Ark., through Washing- | 
ton, Mineral Springs and Lockesburg to the Indian Terri- 
tory line, a distance of 110 miles. The company is now 
asking for stock subscriptions in the towns on the line. 


Pensacola & Atlantic.—The long bridge over the 
Chuttaboocbie River has been completed and the first train 
passed over it on April 11. This completes the rail connec 
tion of the road with the Florida Central & Western and 
the Savannah, Florida & Western roads, and does away 
with the ferry transfer at the Chattahoochie. The road is 
now in full operation from Pensacola to River Junction, 161 
miles, completing a rail line 369 miles long from Pensacola 
to Jacksonville. 


Philadelphia & Reading.—Tbis company has made 
a partial settlement with the state of Maryland on the over 
due scrip issued by it as lessee of the Susquehanna Canal. 
The state holds about $60,000 of this scrip, and the com 
pany has paid $36,000 on account. 


Pittsburgh, Allegheny & Chicago.—Tais company 
has filed articics of incorporation to build a railroad from 
Pittsburgh, Pa., to the Ohio line, a distance of about 40 
miles, 


Pittsburgh, Cincinnati & St. Louis.—A bill is now 
before the Obio Legislature which provides for the sale and 
division. of the 33 miles of road between Newark and Col- 
umbus new owned and used jointly by this company and 
the Baltimore & Obio. Arguments were heard last week 
by the Railroad Committee, the Baltimore & Ohio opposing 
the passage of the bill. It seems probable that the dispute 
over this section of the road will end inthe building of 
separate tracks fur the use of each road, which would seem 
to be the easiest way out of the difficulty. 


Pittsburgh & Gratton.—This company has been or 
ganized to build a railroad from Grafton, W. Va., north- 
ward to Pittsburgh, following generally the line of the 
Monongabela River. 


Pittsburgh Kast End.—The East End and the Pitts- 
burgh & Turtle Creek companies have been consolidated 
under this name. The road to be built is a short connecting 
line from the Baltimore & Ohio, just outside of Pittsburgh. 

Richmond & Danville.—The following statement for 
March and the three months ending March 31 is made for 
this company and its controlled lines: 


March.---—— --Three months 





Gross. Net. Gross. Net. 
Rich. & Danville 35° $173,922 $941,419 5. 
Virgivia Midland.. 44,73 334,353 
Char., Col. & Ang. 46,004 248,770 
Col. & Greenville... 51,594 254.713 
Western N. C......... 73,814 





$892,495 


(i) Ree $325,081 $1,853,069 
For March, on all the lines, there was an increase of 
$61,423, or 10.0 per cent., in gross earnings, and of $128,257, 
or 65.1 per cent., in net earnings, For the three months on 
all lines, the increase in gross earnings was $184,367, or 
11.9 per cent. ; in net earnings, $394,386, or 79.2 per cent. 





Rio Grande.—It is said that this company has com- 
pleted arrangements with the Mexican National Co., under 
which it will extend its road through the town of Browns- 
ville, Tex., to the Rio Grande, and will provide a proper 
ferry boat for trausferring freight cars across the river. 
Additional facilities for handling freight will also be pro- 
vided at the Point Isabel terminus of the road. 


St. John Railroad Bridge.—The Boston Advertiser 
says: ‘The building of an iron railroad bridge across the 
St. John River at its mouth, oppcsite the citv of St. John, 
N. B., of which mention has been made in these columns, 
will give an unbroken all-rail line between this city and 
Halitax, over the Eastern, Maine Central, European & 
North American, St. John & Maine and Intercolonial rail- 
ways. Work began a few days ago, and a strong company, 
with ample government backing, has been incorporated to 
carry out the proiect. Theestimated cost of the work is 
$600,000, and the Dominion government will advance 80 
per cent of the cost, subject to a proviso that 
within five years from tbe date of the first 
advance payment the government may purchase the bridge 
on payment of the difference between the sums then due the 
government for advances and interest and the total amount 
expended by the company, with 10 per cent. added on the 
total amount so expended; and that in case the bridge is not 
finished by 1885, the government will take the werk and 
finish it itself, upon paying to theccmpany the differerce be- 
tween the amount then advanced and 80 per cent, of the cost 
at the date of entry. ‘The annual revenue to be collected in 
tolls frcm the railroads using the bridge is expected to be $20, - 
000, and the New Brunswick government will pay a subsidy 
of $9,0CQ, end the St. John & Maine a bonus of $5,000 per 
year, ‘his will afford an estimated revenue of $34,000 per 
year, egainst an estimated expenditure of $31,000 for fixed 
charges ard mainterarce. ‘be bonus ard subsidy will be 
excmpt frcm lien, so that tre only government lien on the 
revenues will be on the $20,0C0O annual tells. Such liberal 
conditions, and the large interest which the rai)ways in this 
direction have in the completion of the through line, would 
secm to irsure the carly ccmpletion of the bridge.” 





St. Louis & San Francisco.—It is stated tbat this 
company has negotiated a sale toa syndicate of bankers of 
$2 ,50C,000 of its 6 per cent. general mortgage bonds. The 
total amount authorized under the mortgage is $30,CC0,000, 
of which $5,0C0,CCO have been sold. A large part of the 
$30,000,CCO is reserved to provide for prior issues of bonds 
as they mature. 


St. Paul, Minneapolis & Manitoba—Notice is 
given that, at a meeting held April 12, the board of direc- 
tors, for the yurpose, in « ffect, of reimbursing to and divid- 
ing emong the stockholders the cost and value, to the extent 
ot $9,000,000, of large and valuable properties and lines of 
railway recently acquired by the company and not covered 
by its existing mortgages, and of «xtensive improvements 
and edditicns to its other properties, conferred upon its 
stcckholders of record May 1, 1883, the privilege of acquir- 
ing consolidated mortgage 6 per cent. 50-year gold bonds of 
ihe company, of a new issue, to the amount of 50 per cent. 
of their holdings, at the —_— of 10 per cent. of the par 
value thereof, payable on May 1, 1883. On payment of the 
10 per cent. scrip receipts will be issued thereof to the stock- 
holders, exchangeable on and after July 1, 1883, for the said 
bonds, upon presentation at the company’s office in New 
York in amounts of $1,000 or multiples thereof. 2 

This is practically a dividend of 45 per cent., payable in 


| fornia, on 





scrip convertible into 6 per cent, consolidated bonds. 


Savannah, Florida & Western.—The following cir- 
cular bas been issued by General Freight and Passenger 
Agent James L. Taylor: 

‘*We take pleasure in informing you that the Sayannah, 
Florida & Western Railway bas been completed to its junc- 
tion with the Pensacola & Atlantic Railroad at Chatta- 
hoochee, Fla., and will be opened as a through line for 


| traffic to points in Western Florida, Alabama, Mississippi, 


Louisiana, Texas, New and Old Mexico, Arizona and Cali- 
May 1, 1883. 

‘In offering this new route we beg to inform you that its 
construction and equipment will be of that first-class char- 
acter that has given the Waycross Short Line its splendid 
reputation. The elegant Pullman sleeping and drawing 
room car service will be extended between the cities of New 
York, Washington, Charleston, Savannah, Jacksonville, 


land the cities of the Gulf Coast, Pensacola, Mobile and 


New Orleans, connecting at New Orleans with the Galves- 
ton, Harrisburg & San Antonio Railway system and the 
Southern Pacific Railroad, making a great through line 
between the Atlantic Coast cities and San Francisco. 

‘*We request, therefore, that tickets by this new route be 
prepared at once and placed on sale on above date. Should 
any postponement of the date become necessary, you will be 
promptly notified thereof, 

**Combivation tickets may be used for local points on the 
Pensacola & Atlantic Railroad, the Louisville & Nash- 
ville Railroad, the Galveston, Harrisburg & San Antonio 
Railway system, and the Southern Pacific Railroad, which 
should read via Savannah, Florida & Western Railway 
from junction point to Chattahoochee, Fia.; via Pensacola & 
Atlantic Railroad from Chattahoochee to Pensacola ; ria 
Louisville & Nashville Railroad from Pensacola to New 
Orleans ; via Morgan’s Louisiana & Texas Railroad from 
New Orleans to Vermillionville ; via Galveston, Harrisburg 
& San Antonio Railway system from Vermillionville to El 
Paso ; via Southern Pacific Railroad from El Paso to San 
Francisco, 

‘All forms of tickets herein asked for must conform to the 
requirements of the various lines as to style, contract and 
limitations, particularly with respect to ticket reading via 
the Southern Pacific Ra:lroad. 

“Through baggage checks will be required, as there is no 
transfer or re-checking of baggage necessary by these lines, 
nor is exchange of tickets required at junction points.” 





Securities on the New York Stock Exchange.— 
The following securitities have been placed on the lists at 
the New York Stock Exchange : 

Chicago, St. Louis & Pittsburgh, $10,000,000 com- 
mon stock; $20,000,000 preferred stock; $22,000,000 
first-mortgage bonds; these® securities are all issued under 
the terms of reorganization of the old Columbus, Chicago 
& Indiana Central. 

Oregon Short Line, $38,000,000 additional _ first-mort- 
gage bonds, Nos. 5,001 to 8,000, inclusive, issued on new 
road completed, 


Union Pacific, $5,000,000 new 5 per cent. collateral 
trust bonds, secured by pledge of $8,809,000 bonds of 


branch lines. 


Southern Maryland.—A contract has been let to 
Charles H. Middleton, of Philadelphia, for completing this 
road from Washington to Point Lookout, Md., on the 
Potomac, with a branch from Mechanicsville to Drum Point 
on Chesapeake Bay. The contract is made by the Receiver 
and approved by the directors, but is subject to the approval 
of the bondholders at whose suit the road is inthe Receiver’s 
hands. 


Staten Island.—The new management of this road is 
making arrangements to put on extra trains and also to im- 
prove the ferry connections with New York, expecting in 
this way to develop and increase the traffic of the road. 


Trinity & Sabine.—At a meeting held in Palestine, 
Tex., April 6, the stockholders approved and ratified an 
agreement for the sale of the roud to the Missouri, Kansas 
& Texas Co. The transfer is merely formal, the road having 
been built and worked in the interest of that line. The road 
runs from the International & Great Northern at Trinity, 
Tex., eastward through the timber belt and is completed to 
Peach Tree, 54 miles, with some 15 miles more under con- 
struction. 


Union Pacific.—It is stated that this. company has ne- 
gotiated through Blake Brothers, of New York, the sale of 
$5,000,000 of its new 5 per cent. collateral trust bonds, on 
terms not made public. Itis said that the purchasers are 
residents of Holland. The price at which the bonds were 
sold has not been made public. The proceeds of the bonds 
will be used in paying off the floating debt incurred in 
building new branch lines. 

The Wood River Branch of this company’s Oregon Short 
Line is now completed for 20 miles north of Shoshone, 
Idaho, the junction with the main line. Passenger trains 
run to the terminus, connecting there with the stage lines. 

A dispatch from Washington, April 18, says: ‘ Solicitor- 
General Phillips, of the Department of Justice, said to. day 
that he does not expect that any proceedings against the 
Union Pacific Railroad Co. will be begun at this term of the 
Supreme Court. There are suits pending in the Court of 
Claims, which were brought by that company against the 
United States on account of money claimed to be due on 
account of transportation, and, Mr. Phillips said, there had 
been some talk of putting in the claim against the company 
on account of net earnings due the United States under the 
Thurman act as a counter claim in the suits brought by the 
company. The,attorneys will be consulted in regard to 
that, he said, before anything is done in the matter. If this 
course should be adopted it would bring about a more 
speedy adjustment of all the differences. 

‘* The suits in the Court of Claims were first brought on a 
petition filed Jan. 8, 1878, for one-half of $2,268,437. Sub- 
sequently, in 1881, the petition was amended so as to begin 
a separate suit on account of a claim for mail transporta- 
tion which bad originally been included with the claim on 
account of army transportation. The mail transportation 
suit was tried and went to the Supreme Court on an appeal 
from the judgment of the Court of Claims. The Supreme 
Court decided that the rate of compensation for mail service 
must be governed by the provisions of the company’s char- 
ter, and not, as the Pestmaster-General had held, by the 
statute which prescribes the compensation to be paid other 
railroad companies for mail transportation; and the case 
was then sent back to the Court of Claims for its finding as 
to what would be a reasonable compensation for that service. 
The suit is, therefore, still pending, and it will probably not 
be disposed of until the December term of the Court of 
Claims. There is little or no probability, therefore, that the 
controversy over the question of what constitutes the net 
earnings of the Union Pacific will be adjudicated this year.”’ 

Wabash, St. Louis & Pacific.—At the special meeting 
at which the lease of the road was approved, the stock- 
holders voted to authorize an issue of $10,000,000 trust 
bonds, to bear 6 per cent. interest, have 30 years to run, and 
to be secured by pledge of securities of leased and controlled 
lines now owned by the company. It is stated that these 
bonds will be issued as required to fund and pay off the 
floating debt. 





